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Beyond A\ll Praise 


“The railway systems’ wartime service to the 
i 
nation is indeed beyond all praise... . The 


record shows that the railroads’ day is not 
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Tue Faciurries or Tris Harsor 
Constitute One or THE Major Factors 
IN THE NATION’s 


War OPERATIONS 
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SHIMMY AND SPOTTY WEAR LICKED... 


TIMES THE MILEAGE 


OF NEW EQUIPMENT TIRES 
... with plenty of miles left 
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Unretouched photo of All States Freight, Inc. 
truck. Front tires are used tires with Kraft 
System balanced recaps. Mileage when 
photo was taken: 26,000. Former new 
equipment tires were replaced at 9,000 
miles due to shimmy and spotty wear. 


GRAFT SYSTEM 


KRAFTRED 
TIRE RENEWING 












ee _ REG, VU. S. 
Pat. OFF. 


That’s KRAFT SYSTEM BALANCED RECAPPING 


@ Shown above is factual evidence of the dependable, extra : 
mileage the General Tire-Kraft System Recapping alone makes GENERAL RE 


possible—due to 10 rigid factory-controls which include 
scientific balancing on the exclusive Kraft Balancer. KRAFT YATE 


ite lia ie 








Operating from Akron to New York City and Boston, the new 
equipment tires on this new truck had to be removed at 9,000 
miles because of violent shimmy which caused it to jump over 
the road—resulting, also, in extreme, spotty tread wear. 


These new equipment tires were replaced by used tires with Kraft 
System balanced recaps, applied in the shop of William E. (Bill) 
Paschall, General Tire Distributor in Akron. According to Mr. 
P. M. Thomas, General Mgr., All States Freight, Inc., the Kraft 
Recaps shown had gone 26,000 miles at time photo was taken. 


Available only from your General Tire Dealer, no one else 
can offer you this 5-year proved nation-wide factory control 
method. No one else can offer you this absolutely uniform X 
recapping quality. Exclusive with your 


THE GENERAL TIRE & RUBBER CO. - Akron, Ohio GENERAL TIRE DEALER 
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BUY 
MORE WAR 
BONDS 


Whats the Olympian in the hole’for Bill? 


—— BILL can’t talk about his 
railroad orders in wartime—even to 
such an old friend of the line as Monty 
Miller, foreman of the Angle D ranch. 

It may be the famous, electrified Olym- 
pian has gone “in the hole” — which is 
railroadese for waiting on a side track— 
because it’s more important for a military 
train to have right of way. 

Station agents, conductors, brakemen, 
eennr ms 
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CHICAGS 


MILWAUKEE 
ST PAUL 


AND PACTFI C 


" Montana | rong oe 


Gatarsaus 
WISTOWN 


and other railroad men don’t like to 
appear unobliging—but they’ve pledged 
themselves for the duration to give no 
information to anyone about unusual 
train movements. 


That’s in the interest of national 
security. An idle word dropped about a 
troop train—or a supply train’s schedule 
and destination—might reach enemy ears 
and lead to sabotage or an attack on a 
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convoy days and even weeks afterward. 

For the most part, passengers realize 
this situation. They too, keep mum about 
war traffic they see on the railroad. 

If the Olympian, the Hiawathas, the 
Pioneer Limited or other heavily traveled 
trains happen to be delayed, there is little 
complaining among passengers. For 
this understanding attitude, we of The 
Milwaukee Road are deeply grateful. 
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ONLY THE BEGINNING 


‘THERE is considerable speculation about the future use of In February, American inaugurated its new C.O.D. and 
the airplane as a cargo carrier. Three recent developments, Collect services on air shipments to Monterrey and Mexico 
we believe, forerun many that in time will make air trans- City. These services eliminate tying up your money in ship- 
portation commonplace with shippers of almost everything. ping charges and enable you to settle more quickly your 

In January, American Airlines enhanced the —- financial relations with the consignee. 


usefulness of its International Air Express service 
to Mexico by making it possible to reach 40 
Mexican cities in addition to Monterrey and 
Mexico City. American now forwards shipments 
by fastest available means of transport (or as you 
direct) to off-line points. Result: greater shipping 
speed, easier handling, increased efficiency. 


In March, extra economy was added to the 
time-saving speed, convenience and simplicity of 
shipping by air. International Valuation Charges 
to and from Mexico were reduced 20%! 

It pays to ship by air. For pickup, call Railway 
Express Agency, Air Express Division. And re- 
member to... 





Mark your shipments to or from Mexico: 


“VIA AMERICAN AIRLINES INTERNATIONAL AIR EXPRESS” 
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NATIONAL AND INTERNATIONAL AMERICAN AIRLINES Juc. ROUTE OF THE FLAGSHIPS 
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Chemicals stored safely in a 
General American Terminal... 


To a modern Plastics Factory 
using General American Welded 
Equipment... 






Shipped in a specially designed 
General American Tank Car... 


GENERAL AMERICAN 
TRANSPORTATION 


CORPORATION 
Chicago 





Builders and operators of specialized railroad freight cars 


le a Finished Plastic becomes part 


Bulk liquid storage terminals of lightweight, efficient General 

et a . American Aerocoach—in_ the 
a Nation’s wartime transportation 
service, 













One of a series of advertisements designed to 
show General American’s contribution to 


everyday living and our part in the efficiency 







of American Industry during war and peace. 





Precooling service for fruits and vegetables 


Pe 
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WESTERN FIELDS 
feed a Mafion it War 


Look to the West, America, and fill your eyes with the 


boundless expanse of American fields—symbol of 
Freedom’s Food. 


Today, on our western prairies, our golden fields of 
war are working hand in hand with our black smoke- 
stacks of war industries. 


And under the plow, the drill and the combine the 
Good Western Earth is turning out the precious food 
that peoples live on, armies fight on, wars are won on. 


Could there ever be a prouder time for an American 
farmer? 
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SANTA FE SYSTEM LINES 


“ALONG THE ROUTE TO TOKYO” 


ga DON'T DISCUSS 
troop movements 
J ship sailings 
war equipment 
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Long distance moving of personnel and equipment : ILLINC 


A Ow Ex 
tlas Var 


often is a source of worry and trouble to Traffic 
Managers. : ral 
But, it needn't be! Because reliable and effi- | ov 
cient INDEPENDENT long distance movers are close at iepn 
hand, no matter where you are located. | | 
Any of the INDEPENDENT MOVERS listed on the oppo- — 
Site page will take a neighborly interest in your Bh Ka 
problem—because he is your business neighbor. Each in 
one is well equipped and amply experienced to handle 
any long distance moving situation that you present. 
Clip the INDEPENDENT directory on the opposite 
page and contact the INDEPENDENT MOVER in your local- 
ity when you next have a long distance moving problem. 
And remember, you will receive personal service from uke 
an INDEPENDENT. ‘diana 


“ADOPT A TARIFF IN KEEPING WITH YOUR OPERATION” ha 
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Your List of Independent Long Distance Movers of 
Household Goods, Office Furniture and Equipment 


BAMA 
aeiam Storage Co., Inc., Ensley 


DA 
ge Mover, Windsor, Ontario. 
Intemational Cartage, Limited, Windsor, 
Ontario. 
@ COLORADO 


Moving & Storage, Denver. 
_. Transfer Company, Longmont. 


NNECTICUT 
het John V., Bridgeport. | 
M. Sullivan, Sullivan’s 
ridgeport. 
hm Anna, Brooklyn. 
Atlantic Moving & Warehouse Co., Hartford. 
Barrieau’s Express, Hartford. 
Boston, Hartford, & New York Movers, 
rd. 
oo Service, E. Hartford 
Krantz’s Express, Hartford. 
Amodio Moving & Storage Co. 
New Britain. : 
nll & Son, J., New Britain. 
Charles & Russell Movers, New Haven. - 
Merchants Express of New Haven, New 
Haven. 
@ DISTRICT OF COLUMBIA 


Ambassador Moving & Storage. 
Arrow Standard Transportation Co., Ine. 
B & W Transfer. 
Barrett Transfer. 
Cannon Ball Transit. 
Curles, Wm. E. 
Preeman Transfer & Storage. 
Modern Way Mover. 
Mullen’s Transfer & Storage. 
‘ational Delivery Association, Inc. 
Robinson Transfer, L. 

koma Transfer & Storage, Inc. 


FLORIDA : 

Flash Bonded Storage, Inc., Miami. 

Fulford Van & Storage, Inc., Orlando. 
eminal Van Lines, St. Petersburg. 

ie GEORGIA 
ouse Transfer & Storage, Inc., Russell C., 
Atlanta. 

Suddath Moving & Storage, Atlanta. 
ILLINOIS 

Amow Express & Van Company, Chicago. 

Atlas Van Lines, Inc., Chicago. 

Bivins, Matthew B., Chicago. 

Bruton’s Careful Movers, Chicago. 
ass Motor Service, Chicago. 

‘alder’s Van Co., Chicago. 
meral Movers, Inc., Chicago. 
interstate Furniture Movers, Chicago. 
aob Van Lines, Chicago. 
essell Bros. Storage, Chicago. 

Kipps Moving & Storage Co., Chicago. 
ore’s Express & Van Co., Chicago. 
forgan Storage & Van Co., Chicago. 
National Van Lines, Inc., Chicago. 

Thompsons Motor Service, Chicago. 
ns-American Van Service, Inc., Chicago. 
Warren Bros. Moving Chicago. 

Rothery Storage & Van Co., Des Plaines. 
ld Moving & Warehousing Co.; East 
St. Louis. 
te-Coal Transfer Rock Island. 

i =e Ice, Coal & Transfer, Rock 
an 


> A Rosenthal Ice-Coal Transfer, Rock 
sland. 
W. B. Simmon Transfer, Rock Island. 
johnson Transfer & Storage Co., Streator. 
pweet & Sons, Russell, Streator. 

INDIANA 


Prank, Wilson J., Columbia City. 

Pelz Transfer; Inc., Walter, Evansville. 

Bhetler Moving & Storage Co., 

| Evansville. 

potgmann & Son, A. C., Fort Wayne. 

prown Trucking Co., Inc., Fort Wayne. 

Kammeier Trucking Co., Fort Wayne. 

Nobles Furniture Exchange, Fort Wayne. 

i ie Transportation Co., Inc., Fort 
yne. 


Express, 


Frank, 


Buelzer Trucking, Fort Wayne. 
oanson Transfer & Storage, Gary. 
blie’s Moving Co., Hammond. 
ast End Storage, Indianapolis. 
|. B. Geier, Indianapolis. 
eller Bros. Transfer Co., Indianapolis. 
—_ Transfer & Storage, Fred C., In- 
og 
ell & Son, Marion. 
Mishawaka Transfer Co., Mishawaka. 
Guyer the Mover,’”’ Peru. 
pee; Van-Lines, South Bend. 
8 Moving & Transfer, South Bend. 
wd, Keith ., South Bend. 
Tocklin Bros. Transfer, Terre Haute. 
Ppington, Samuel V., Terre Haute. 
1OWA 
ale’s Transfer & 
voce hag & Storage Co., Des Moines. 


Moines, tr & Storage Co., Des 

3 Zranster & Storage, Des Moines. 

i Storage & Moving Co., Mason City. 
= Transfer Line, Mason City. 

ansfer & Storage, Mas ty. 

erchants Tra fer, ter son City 


Vries Transfor Orange City. 


@ LOUISIANA 


Security Storage & Van Co., Inc., New 
Orleans. 


@ MARYLAND 


Apex Universal Van Service, Baltimore. 

Benson Moving & Storage Co., Baltimore. 

Bowers, Charles E., Company, Baltimore. 

Chernock Transfer Co., Inc., Baltimore. 

Dean Transfer Co., Baltimore. 

Geipe Van Lines & Fireproof Storage 
Warehouses, Baltimore. 

Highland Storage Warehouse, Baltimore. 

Hughes Van Co., Baltimore. 

King, Shirley, Baltimore. 

Loving & Son, Chas. A., Baltimore. 

O’Brien’s Roland Park Express, Baltimore. 

Snyder Moving Co., Baltimore. 

Sudler Moving & Storage Co., Baltimore. 

Webers Van & Storage Co., Baltimore. 

Wilhelm, D. K., Angelsea & Fleet, Balti- 
more. 

Carbaugh Van Service, Inc., Hagerstown. 

Anchor Transfer Co., Silver Spring. 

Burton Transfer Co.,- Silver Spring. 


@ MASSACHUSETTS 


Williams The Mover, ‘‘Herb,’’ Agawam. 
Harris, Mary G., No. Cambridge. 
Weymouth, Daniel M., Cambridge. 

Ahern & Son, T. A., Charlestown. 
Atlantic Moving & Warehouse, Dorchester. 
Fabio, William H., New Bedford. 

Edgar, H. E., Newton Highlands. 

Golden, Merand E., Shrewsbury. 

Bowlby & Son, C. R., West Sommerville. 
Charlie, The Mover, Springfield. 

Dahlke the Mover, Bill, Springfield. 
Gloth Transfer Co., Springfield. 

Burke, Philip E., Waltham. 

National Movers of Boston, Watertown. 
Nazarian, John, Watertown. 

Solin Transportation, Worcester. 


@ MICHIGAN 


Harris Truck & Storage Company, Bay 
City. 

American Van Service, Detroit. 

Ehalt Moving Co., Detroit. 

Farr Moving, Detroit. 

Frisbie Moving Co., O. H., Detroit. 

Hammel Moving & Storage, Detroit. 

Ivory Storage Co., Inc. John F., Detroit. 

Kanner Moving & Storage Co., Detroit. 

Livernois Moving Co., Detroit. 

Montcalm Moving Co., Detroit. 

Northern Moving & Storage, Detroit. 

Northwestern Moving Co., Detroit. 

Owl Moving & Storage, Detroit. 

Robinson Storage Corp., Detroit. 

Russell’s Moving & Storage, Detroit. 

Suburban Van Lines, Inc., Detroit. 

Warren Co., E. H., Detroit. 

Winner Moving Co., A. E., Detroit. 

Boyd Moving, Arthur, Flint. 

Henry H. Stevens, Flint. 

Home Transfer Company, Grand Rapids. 

Stephan Storage Company, Grand Rapids. 

Boer’s Transfer, Holland. 

Imlach Movers, Lincoln Park. 

Colton, Kenneth, Monroe. 

Quick Transfer & Storage, Monroe. 

Bedford Moving & Storage, Pontiac. 

Stevens Brothers Fireproof Warehouse, 
Saginaw. 


@ MINNESOTA 


Elliot Transfer, G. R., Fergus Falls. 
Wittmers Truck Line, William, Albert Lea. 
Hibbing Van & Transfer, Hibbing. 

Berger Transfer, Carl, Minneapolis. 
Chicago Avenue Transfer, Minneapolis. 
Reliable Transfer, Minneapolis. 

Woodland Transfer, Minneapolis. 

Dawn Transfer & Storage Co., St. Paul. 
Metcalf Transfer Co., St. Paul. 


@ MISSOURI 


Day Transfer, Cape Girardeau. 

Adams, J. R., Independence 

Collins Transfer, Independence. 

Marlatt Transfer & Storage, Joplin. 

ae a & Baggage Company, 
City. 

G & M Moving & Transfer Co., Kansas 


City. 

= Park Transfer Company, 
City. 

Lincoln Storage & Moving, Kansas City. 

McCormack-Payton Storage & Moving, 
Kansas City. 

Manhattan Storage & Transfer Co., Kan- 
sas City. 

New Way Transfer, Kansas City. 

South Prospect Transfer, Kansas City. 

White Way Transfer, Kansas City. 

Hudson Van Lines, Overland. 

Gregory Moving Co., St. Louis. 

Gay Hudson Moving & Storage Co., Inc., 
St. Louis. 


Kansas 


Kansas 


Kortkamp Bros. Moving & Storage, Inc., 
St. Louis. 

Lockhart Moving Company St. Louis. 

Plaza Express Co., Inc., St. Louis. 

Sirkin & Needles Moving Co., St. Louis. 

Von Der Ahe Moving Co., St. Louis. 


@ NEBRASKA 


Donaldson Transfer, Lincoln. 

Ford Van Lines, Lincoln. 

Lair Van & Storage, Lincoln. 
Andrews Transfer & Storage, Norfolk. 
Central Storage & Van Co., Omaha. 


@ NEW JERSEY 


Empire Moving & Storage Co., Bayonne. 

Engel Brothers, Inc., Elizabeth. 

Engel Moving & Storage, Roy, Elizabeth. 

Duke Storage Warehouse, C. F., Jersey 
City. 

irady Storage Warehouse, 

Mergaugey’s Express 
Grove. 

Evans, Edwin J., Orange. 

Community & Johnson Corp., 
Park. 

J. Fishman & Son, Paterson. 

Wright, John R., Phillipsburg. 

Luther Van Service, Teaneck. 

Northern Valley Express, Tenafly. 


Inc., 
& Storage, 


Newark. 
Ocean 


Palisades 


@ NEW YORK 


Carroll Moving Service, Albany. 

George’s Moving Service, Albany. 

Return Loads Bureau, Astoria, Long Island. 

Vanportation & Warehouse, Astoria, Long 
Island. 

Helfrich, Francis J., Bronx. 

Hunt’s Point Moving & Storage Co., Bronx. 

Pelham Vans, Bronx. 

Alabama Moving & Storage Co., Brooklyn. 

American Vanlines, Inc., Brooklyn. 

Gene-Eddie’s Vans, Brooklyn. 

Smolowitz Bros., Brooklyn. 

Conway Wisdom, Ellenville. 

Stevens, Wayne C., Elmira. 

Laird’s Movers, Fairport. 

Rose Moving and Storage, Flushing. 

Caswell Van Lines, Henrietta. 

White Star Transfer, Kingston. 

Sternberger Motor Corp., Long Island City. 

Garrison, Edward B., Monroe. 

Suburban Fireproof Storage, New Rochelle. 

Allied Pittsburgh Warehouse & Van Co., 
New York. 

Continental Van Service, Inc., New York. 

Interstate Van Lines, New York. 

Liberty Return Loads Association, Inc., 
New York. 

National Moving & Warehouse Corporation, 
New York. 

Red Ball Van Lines, New York. 

Red Comet Van Lines, New York. 

Rockland Express, Nyack. 

Batterson Brothers Trucking, Inc., Roches- 
ter. , 

Clancy Carting & Storage, Rochester. 

Dailey, H. E., Rochester. 

Yellow Van & Storage, Rochester. 

Clarence B. Lasher, Saugerties. 

Bell Brothers, Syracuse. 

Dorschug Moving & Trucking Co., 


cuse. 

Nichols Trucking Co., Syracuse. 

Salt City Movers & Storage, Syracuse. 
Henson Truck Lines, Harry J., Waverly. 
Bly Moving & Storage, Edw., Woodside. 


Syra- 


@ NORTH CAROLINA 


Smith Transfer & Storage, Charlotte. 
Dailey Co., J. T., Greensboro. 

Lipe, M. P., Hickory. 

Tanner Transfer, W. I., Rocky Mount. 


Best Movers, Akron. 

Eason Movers, Akron. 

Peck, Wm. J., Akron. 

Snow Brothers, Akron. 

Hammond, L. L., Alliance. 

Jewell Transfer & Moving, 
Bellaire. 

Scott Transfer, T. A., Bellaire. 

The Right Way Movers, Bowling Green. 

Motor Delivery, Canton. 

Russell, E. F., Celina. 

Ajax Van Lines, Cincinnatti. 

Burgess Movers, Cincinnati. 

Hall Moving and Storage, Cincinnati. 

Powell, John W., Moving & Storage Co., 
Cincinnati. 

Waters, G. W., Cincinnati. 

Central Storage, The, Columbus. 

Kline Transfer & Storage, H. 0., Co- 
lumbus. 

Poston Transfer, H. F., Columbus. 

Swormstedt Storage & Van Co., Columbus. 

Tagg Coal & Transfer, Delaware. 

United Moving & Storage, Columbus. 


James E., 


Kuehn, Otto, Dayton. 

Glencoe Transfer, Glencoe. 

Merchants Delivery, Marietta. 

Wetz Bros., Marietta. 

Dependable Messenger & Transfer Service, 
Marion. 

Martin, J. E., Martins Ferry. 

Norwood Transfer Co., Norwood. 

Lodge Bros. Transfer, St. Clairsville. 

McMillen, M. C., Shadyside. 

Proctor, Frank C., Sidney. 

Sidney Truck & Storage, Sidney. 

Von Kaenel, Paul, Strasburg. 

Mingo Transfer Corp. Steubenville. 

Obert, Karl, Toledo. 

Rymers & Son, A. D., Toledo. 

Thompson’s Transfer, Washington C. H. 

Koons, Arthur F., Westerville. 


@ OKLAHOMA 
American Transfer & Storage, Tulsa. 
@ PENNSYLVANIA 


Union Transfer Co. of 
town. 

West Motor Freight, Boyertown. 

Dull’s Transfer and Storage, Connellsville. 

Kies, Abbie M., Easton. 

Bennett Storage & Carting, J. H., Erie. 

George Papson’s Transfer, Greensburg. 

Diamond Transfer and Storage, New 
Kensington. 

Fox Transfer, New Kensington. 

Shaw’s Transfer, New Kensington. 

Apple Moving & Storage Co., Philadelphia. 

Bell, J. D., Philadelphia. 

—— Storage House, Inc., Philadel- 
phia. 

Good Moving & Storage, Philadelphia. 

Victory Storage Company, Philadelphia. 

Adams Van Lines, Pittsburgh. 

East End Trucking, Pittsburgh. 

Pittsburgh Warehouse and Van Co., Inc., 
Pittsburgh. 

Shadyside Transfer & Storage, Pittsburgh. 

Sober’s Transfer, Pittsburgh. 

Maurer’s Express, Reading. 


Allentown, Allen- 


» Blackledge Trucking, E. T., Scranton 


Anderson, Harry S., Washington. 
Smith, George B., West Chester. 
York Van & Storage, York. 


@ RHODE ISLAND 
Brown & Company, Providence. 


@ SOUTH CAROLINA 
Parrish Dray Line, Inc., Sumter. 


@ SOUTH DAKOTA 


Buboltz, Al, Transfer, Sioux Falls. 

Munce Brothers, Sioux Falls. 

Parker Transfer & Storage, Sioux Falls. 

Strahon Transportation, Sioux Falls. 

Skinner Transfer & Storage, Co., Water- 
town. 


Vanderhule Transfer & Storage, Yankton. 
@ TENNESSEE 


Ferguson Transfer Co., Inc., Johnson City. 
Ellis Moving Co., Nashville. 
Shaff Transfer & Storage Co., Nashville. 


@ TEXAS 

Velvin Transfer Company, Henderson. 
e@ VERMONT 

Ruskin The Mover, Bennington. 

e@ VIRGINIA 


Duncan’s Transfer, Alexandria. 
Shelburne Transfer & Storage Corp., J. C., 
Richmond. 


@ WEST VIRGINIA 


Cooper Transfer & Storage, Beckley. 

Lovejoy Transfer, Chelyan. 

Moore, Charles Lewis, Gassaway. 

Curtis Transfer, Huntington. 

Gossett Transfer & Storage Company, L. 
D., Huntington. 

Myers Transfer & Storage, Huntington. 

Spear and Spear, Huntington. 

Games, Albert E., Moundsville. 

Barcus Transfer, New Martinsville. 

Still, Luther B., Sistersville. 

Starck, John, Weirton. 

Dickman Transfer, C. J., Wheeling. 

Miller Transfet & Storage, J. E., Wheeling. 

Warwood Transfer Company, Wheeling. 

Hogan Storage, & Transfer, Williamson. 


@ WISCONSIN 


Ward Bros. Transfer & Storage, Janesville. 
Ervin’s Van Service, Milwaukee. 
Wiedemeyer, Florence, Milwaukee. 

Georges Van & Storage Co., Milwaukee. 
National Van Lines, Milwaukee. 

Walter’s Express and Storage, Milwaukee. 
Rudolph Sorensen, Racine. 

Hinshaw, L., Waupun. 

Capitol Moving and Storage, West Allis. 
City Express & Moving, West Allis. 
Elliott’s Express, West Allis. 


hen you have a moving job — contact a member of Independent Movers' and Warehousemen's Assoc., Inc. 
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Subsidising Short Airlines 


The Civil Aeronautics Board in its report on local 

feeder and pick-up air service has made a realistic 
appraisal of the outlook for development of short-haul 
air service and in that appraisal, we think, may be 
found reasons why the federal government ought not 
to grant mail subsidies for the establishment of such 
lines. The board indicates it will proceed cautiously 
in granting government aid and it is to be commended 
for that, but we do not think such aid ought to be pro- 
vided. 

The board agreed with the finding of its examiners 
that “the traffic potential” at small cities was not en- 
couraging and said that in that connection “it is de- 
sirable to emphasize constantly the fact that in at- 
tempting to develop this potential, local air carriers will 
be competing with the most highly developed rail and 
highway transportation systems in the world.” The 
highway system not only provided a network of motor 
bus lines but also the roadway for the private auto- 
mobile, said the board, and “‘we must assume that this 
vehicle will continue to carry the vast majority of all 
short-haul passengers, as in the past, and perhaps to 
increase the proportion somewhat after the war.” The 
surface systems had their greatest utility in short-haul 


services.while the airplane had had its greatest utility 
in the longer distance transportation market, it said. 
Thus, it continued, in going into the small-city, short- 
haul market, the airplane would be faced with the most 
intense kind of competition, with its principal selling 
point, speed, greatly diminished in value. 

In the face of such conditions why should the 
federal government subsidize short-haul air services? 
If private capital wishes to venture into that field, well 
and good, but there is no occasion for subsidy here. 
The long-haul airlines were established with aid of 
federal subsidy, one of the arguments having been that 
this was necessary in the interest of national defense. 
That factor cannot be important now in the case of 
short-haul air service. The reason is that, after the 
war, the armed forces of the nation no doubt will in- 
clude an air force to meet the needs of national defense. 
The question of whether or not there is to be short- 
haul air service ought to be answered, as we have indi- 
cated, strictly on a private business basis without refer- 
ence to government financial aid. 

Instead of the government subsidizing new trans- 
portation services after the war, there ought to be 
made an appraisal of the existing transportation plant 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
Principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unioading cars and trucks as rapidly as possible. 

A scientific and fair treatment of the transportation 
broblen _by_the board created by Congress to make recom- 
mendations for legislation. 


Exempt from income tax railroad revenue set aside for 
deferred maintenance. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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and an estimate of the demands that probably will be 
made on it. The issue raised by the board’s report 
cannot be settled merely by a consideration of air trans- 
portation. All forms of transportation must be con- 
sidered and particularly those forms already in exist- 
ence that will be in a position to provide short-haul 
service. 

A natural development of short-haul air service 
may result from action of the established airlines—not 
seeking a subsidy for such a purpose—providing such 
service between those points where they find it justifi- 
able from a business standpoint. Establishment of 
short-haul service in that way would be a sound ap- 
proach to a determination of whether or not there was 
a demand for it and whether it could be operated profit- 
ably. 


Democrats and Transportation 


Theoretically, the platform of a political party is 

supposed to bind its candidates to its principles 
and courses of action in the happy event they are 
elected. As a practical matter, it seldom does. Its 
chief function is so to phrase the party’s ostensible 
position on public questions as to catch votes. There- 
fore what it says is usually couched in terms general 
enough to please everybody. 

The 1944 Republican platform said very little about 
transportation. The Democratic platform, adopted at 
Chicago this week at the party’s convention which 
nominated President Roosevelt as its candidate for a 
fourth term, also was chiefly concerned with war and 
international matters. It did, however, contain a plank 
on “transportation charges” which is a masterpiece of 
generalization. 


“We favor nondiscriminatory transportation 
charges,” it says, ‘‘and declare for the early correction 
of inequalities in such charges.” 

Advocates of uniform freight rates appeared be- 
fore the party’s resolutions committee to ask it to put 
something in the platform supporting rate legislation 
such as is now before Congress. The quoted sentence 
was the result. The best way to demonstrate that no 
one of any party or group could be opposed to such a 
statement would be to ask whether anyone could imag- 
inably favor its opposite: ‘“‘We favor discriminatory 
transportation charges and declare against the early 
correction of inequalities in such charges.” 

Of course, everyone favors “nondiscriminatory 
freight charges.” Indeed, the law forbids discrimina- 
tion in transportation rates. As the platform statement 
reads, one might suppose that the framers of it con- 
sidered discrimination and inequality, as applied to 
rates, synonymous terms. Of course, they aren’t. At 
any rate, disregarding for the moment the fact that this 
part of the platform as well as the rest of it is likely to 
be forgotten, perhaps by the time this is read, we still 
see little to be apprehensive about in the prospect of 
what might be done politically about freight rates 
should President Roosevelt be elected to a fourth term. 
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Something may be done; but it won’t be because of 
what the party platform said or did not say on the 
subject. 

Other than the quoted statement, the platform 
pledged the party to a continuance of the “good neigh- 
bor policy” in matters of foreign trade; indorsed the 
President’s views on water development “for domestic 
and irrigation purposes,” by which we presume it 
meant for purposes of domestic transportation and ir- 
rigation, and coupled its statement of belief in ‘the 
world right of all men to write, send and publish news” 
with the assertion that they should be permitted to do 
so “at uniform communication rates and without inter- 
ference by government or private monopoly.” 












DEMOCRATIC PARTY RATE PLANK 


The Democratic platform, as adopted at the Chicago con- 
vention July 20, contained the following plank on transportation 
charges: 


We favor nondiscriminatory transportation charges and declare 
for the early correction of inequalities in such charges. 


C. E. Widell, transportation director, Tennessee Manufac- 
turers Association, has written to Robert E. Hannegan, chair- 
man, National Democratic Committee, relative to the announce- 
ment by Senator Stewart, of Tennessee, that he would seek 
a plank in the Democratic platform declaring for ‘equalization’ 
of freight rates “south versus north.” Said he: 


The junior senator is laboring under a misapprehension that freight 
rates on manufactured goods from the south to the north are some- 
wheres around 39 per cent higher than in the North and act as a barrier 
against the free movement of southern products to northern markets. 
The facts are really otherwise. 

The chief trouble with Senator Stewart’s viewpoint is that he sees 
merely the outline of our southern rate structure. Some of our rates 
are higher than in the North, but many are lower. Generally speaking, 
the average rate level on traffic from the south to the north is as low 
as, if not lower than, in the north. Where rates are higher and hinder 
the free movement of manufactured goods from the south to the north, 
there is ample remedy before the Interstate Commerce Commission 
under existing laws. 

The southern rate structure has been developed to suit the needs 
of industry and commerce in the south. If the northern rates were im- 
posed upon the south it would cause irreparable injury to southern 
industry. 

But in any event we believe it would be a mistake to introduce 
rate sectionalism into the Democratic platform. 


TAXATION OF CARRIERS 


The entire last paragraph of the editorial on ‘Taxation of 
Carriers” in The Traffic World of July 15 should have been 
enclosed in quotation marks as it was taken from the staff 
report of the Board of Investigation and Research on carrier 
taxation. The following therein was a quotation from the re- 
port: ‘Certainly the future of the railroads will not be an easy 
one. Conceivably it may be one in which a relatively small 
handicap will be of decisive influence. Tax policies and insti- 
tutions could easily provide such a handicap, as they are alleged 
to have done during the twenty years prior to the war.” 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


Davis Hilmer Bagley, Mobile, Ala.; Charles J. Braun, Jr., Neenah, 
Wis.; Ralph Edmond Covey, Fredericksburg, Va.; Donald Russell Craw- 
ford, Los Angeles, Calif.; Thomas William Dench, Los Angeles, Calif.; 
Wesley G. Dinsmore, Miami, Fla.; Warren W. Dixon, Newark, N. J.; 
Paul E. Drummond, New York, N. Y.; Bernard A. Eisner, Hoboken, N. 
J.; John B. Fowler, St. Louis, Mo.; Forrest Wayne Fuller, Seaitle, 
Wash.; Robert C. Harmanson, Los Angeles, Calif.; Roy P. Herring, 
Jr., Columbia, S. C.; Charles H. Jacobsen, Los Angeles, Calif.; Calhoun 
E. Jacobson, Los Angeles, Calif.; Henry A. Jacopi, San Francisco, 
Calif.; D. L. Campbell Kerr, New York, N. Y.; Philip George Kraemer, 
New York, N. Y.; William F. Krause, San Francisco, Calif.; John J. 
Long, Indianapolis, Ind.; George Gerald Miller, Green Bay, Wis.; James 
H. Morrison, San Francisco, Calif.; James William Mulgrew, San 
Francisco, Calif.; Mark Newman, New York, N. Y.; Willfam George 
O’Conner, Brooklyn, N. Y.; Woodbury Allen Palmen, Madison, Wis.; 
Charles W. Reider, New York, N. Y.; Kenneth E. Skillman, Kansas 
City, Mo.; Frederick W. Soper, New York, N. Y.; Kenneth Van Maire, 
Los Angeles, Calif; and J. A. Wilson, Charlotte, N. C. | 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


Boatner Directorship Decision 


With Commissioner Mahaffie, joined by Commissioners 
Aitchison and Miller, contending that the majority had incor- 
rectly interpreted section 20a(12) of the interstate commerce 
act with respect to interlocking directorships, the Commission, 
in a report in Finance No. 14522, In Re Boatner, Interlocking 
Directorate Application of Victor V. Boatner, has denied the 
application of Mr. Boatner for authority to be a director of the 
Norfolk Southern in addition to being a director and officer of 
the Chicago & Eastern Illinois Railroad Company. Commis- 
sioner Rogers did not participate in the disposition of the pro- 
ceeding. 

The Commission pointed out that in In. Re Rand, 175 
I. C. C. 587, and In Re Astor, 193 I. C. C. 528, it had denied 
applications to serve as director of systems in widely separated 
sections of the country, saying that the presence or absence of 
competition between the respective systems was not of con- 
trolling importance and that the public interest would be served 
in the greatest measure of complete independence and impar- 
tiality could be obtained and maintained between systems gen- 
erally, although directly serving different territories. Contin- 
uing, it said: 


In In Re Coverdale, 252 I. C. C. 672, the Commission held that such 
conditions are as applicable to established systems as they were to the 
system provided for in the plan to consolidate railroads. While there 
is no evidence of any competition or conflict of interests between the 
Chicago & Eastern Illinois and the Norfolk Southern, the possibility of 
competition and of conflict between the carriers appears to be no more 
remote than it was between the carriers involved in the proceeding 
last cited. 

Section 20a(12) of the act provides that after December 31, 1921, it 
shall be unlawful for any person to hold the position of officer or di- 
rector of more than one carrier, unless such holding shall have been 
authorized by our order, upon due showing in form and manner pre- 
scribed by us, that neither public nor private interests will be ad- 
versely affected thereby. As we said in our report in In Re Astor, supra: 

“This is but another way of saying that under the law, unless we 
grant the specific privilege, a person may be an officer or director of 
one carrier, and no more. Before we make the exception in favor of an 
applicant he is to make an affirmative showing, sufficient to convince 
us that public and private interests will not be adversely affected. Upon 
the applicant rests the burden of showing these facts. * * * It is not 
enough that we see no harm in what is proposed. * * *’’ 

We adhere to the views there expressed. Because of the importance 
of maintaining complete independence and impartiality between major 
railroad companies or systems and the possibility of competition and 
conflict of interests between such railroads or systems, a person should 
not be permitted to serve as officer or director of more than one such 
railroad or system, except in special circumstances. In this proceeding 
such circumstances have not been shown to exist. 

We are unable to find that neither public nor private interests will 
be adversely affected by the holding by the applicant of the position of 
director of the Norfolk Southern Railway Company in addition to the 
positions of officer and director of Chicago & Eastern Illinois Railroad 
Company. An order denying the application will be entered. 


Dissenting Opinion 


In his dissenting opinion, Commissioner Mahaffie said: 

Section 20a(12) of the act provides that, after December 31, 1921, 
it shall be unlawful for any person to hold the position of officer or 
director of more than one carrier, unless such holding shall have been 
authorized by the Commission’s order, upon due showing in form and 
manner prescribed by the Commission, that neither public nor private 
interests will be adversely affected thereby. The foregoing report ap- 
parently interprets this provision to mean that no person may hold the 
position of officer or director of more than one carrier unless an appli- 
cant can show affirmatively that the public interest will be benefited as 
well as the carrier and its security holders. In my opinion, this inter- 
pretation of the statute places a burden upon applicants not intended 
by the Congress. 

The report does not deny that the applicant in this instance is 
qualified, and it further admits that there is no evidence of any com- 
petition or conflict between the Chicago & Eastern Illinois and the Nor- 
folk Southern. As I stated in my separate dissenting expression in In 
re Coverdale, 252 I. C. C. 672, 680, ‘‘Vague, possible, although improb- 
able, ‘ompetition is not a ground for finding that the public or private 
Interests will be adversely affected by a person’s holding the position 
of officer or director of more than one railroad. The important thing 
iS noi whether there is possibility of competition, but whether there is 
brobanility of existing or potential competition being diminished or 
stranzled by such holding.” 

_. We, of course, must satisfy ourselves that neither public nor private 
Interests will be adversely affected before approving an application 
such 2s the instant one, but I think it improper for us to impose addi- 





tional limitations and burdens upon applicants not expressed in the 
law. Our sole function is that of administration of the act. If the Con- 
gress had intended that no one may be allowed to serve two carriers, 
“except in special circumstances,’’ as now announced in the foregoing 
report, it could readily have said so. Instead, it imposed only a show- 
ing as to harm to public and private interests as the test. That test 
has here been met, and the application should therefore be approved. 

Commissioners Aitchison and Miller wish me to indicate that they 
join in this expression. 


Rice from California 


The Commission, by a report and order in No. 28572, Rick- 
ert Rice Mills, Inc., et al. vs. Abilene & Southern Railway Co. 
et al., has modified its findings in the prior report on recon- 
sideration, 251 I. C. C. 766. The Commission found that the 
rate of 74 cents, minimum 80,000 pounds, on rough rice from 
California origins to mill points in Louisiana, Arkansas, and 
Texas, and to Memphis, Tenn., was, and for the future would 
be unreasonable to the extent that it exceeded or might exceed 
60 cents, minimum 80,000 pounds. No finding was made with 
respect to the rates in effect subject to lower minima, the 
Commission saying that the issues as developed at the further 
hearing were centered on the 74-cent rate, and that the find- 
ings were limited accordingly. The Commission also concluded 
that the maximum reasonable rate prescribed on rough rice 
would be reasonably related to the current rate on clean rice 
(74 cents), and that its establishment would remove any undue 
prejudice that might now exist. It said no order in that con- 
nection would be entered at this time. 

The Commission said that the present rates on both rough 
rice and clean rice, in carloads, from California origins to mill 
points as aforementioned, wére 74 cents, minimum 80,000 
pounds; 87 cents, minimum 60,000 pounds; and 95 cents, min- 
imum 40,000 pounds. 

It said the complainants had contended that the 74-cent 
rate on rough rice should be reduced to 47 cents, following 
era Rice Traffic Bureau vs. Aberdeen & R. R. Co., 219 
2, ©. 5S. Ds 

The California interest opposed the reduced rates on rough 
rice sought by complainants because of the feared destructive 
effect such rates might have on the California mills through 
increased competition, and because of the consequent “baneful 
effect’? on the rice producers that would follow, the Commis- 
sion said. The American Rice Growers Cooperative Associa- 
tion, composed of growers in Texas and Louisiana, were un- 
alterably opposed to any revision of rates that would tend to 
bring California-grown rice into competition with their product, 
it said. The main concern of the Arkansas interest, said the 
Commission, was to prevent the establishment of transit at 
complainants’ mill points, although a modified form of transit 
was enjoyed by the Arkansas mills in connection with Arkansas- 
grown rice. Their opposition to transit at the port mills under 
rates from California was largely based on the possibility that 
the billing might be so manipulated that refund of the inbound 
rates from California might be obtained on outbound shipments 
milled from southern-grown rice, the Commission said. It 
pointed out, that these contentions had to do for the most part 
with commercial questions, adding that such questions, although 
to be taken into consideration, were not controlling in the de- 
termination of lawful rates. 

From the facts brought to its attention since the report on 
reconsideration, the Commission said it was evident that the 
quantum of service performed in connection with the trans- 
portation of rough rice from California to New Orleans for 
milling was greater than it was in transporting the equivalent 
of clean rice, the latter representing but 68 per cent of the 
former. 

Commenting on the rate situation further, the Commission 
said: 

A further objection is raised by defendants and interveners to the 
equalization of rates on clean rice via New Orleans with the through 
charges from California, because it is, in their opinion, contrary to 
normal rate-making principles. The rates from California to tranconti- 
nental destinations are widely blanketed, and it necessarily follows that 
combinations of rates on different intermediate points vary materially 
depending on the location of such intermediate points. The combination 
of rates over points that are near origin or destination is usually lower 
than the combination of rates on intermediate points more distant from 
the origin or destination. For example, the rates on lime prescribed in 
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Lime, from, to, and between Points in the Southwest, 205 I. C. C. 282, 
for a short haul of 50 miles, 11.5 cents, plus a rate of 44.5 cents pre- 
seribed for 1,650 miles, result in a combination of 56 cents for 1,700 
miles, or substantially less than the combination for two hauls of 850 
miles each, namely 65 cents. At page 436 of the original report herein, 
division 3 said: 

“It is true generally of the rate structure of the United States that 
combination rates on intermediate points near origins or destinations 
are lower than combination rates on intermediate points more distant 
from the origins or destinations. To say that the higher combinations 
subject shippers at the latter intermediate points to prejudice that is 
undue would constitute a general condemnation of the rate structure.’’ 

In the report on reconsideration we said with reference to the 
statements just quoted, ‘‘There is no evidence to support such implica- 
tion.’’ However, if the record heretofore lacked such evidence, it is 
now supplied by the several rate scales to which the defendants and 
interveners refer. Stated briefly, their position is that the fact that the 
combinations over San Francisco or other California mill points are 
lower than the combinations over New Orleans is not a sufficient rea- 
son for condemning the latter charges. Upon review of this matter, we 
conclude that maintenance by defendants of the California combina- 
tions alone does not justify prescription by us of rates that would pro- 
duce the same aggregate charges on shipments milled at New Orleans 
or other points in the south or southwest. 


In the light of the further hearing, the Commission said 
the proceeding narrowed down to two questions: (1) Are the 
rates on rough rice from California to complainant’s mill 
points, New Orleans, Memphis, and other milling points in 
Louisiana, Texas, and Arkansas, unjust and unreasonable; and 
(2) must the rates on rough rice be differentially lower than 
the rates on clean rice in order to be lawful under either sec- 
tion 1 or section 3 of the interstate commerce act? 


After discussing the defendants’ contention that the Cali- 
fornia rice rates to the east had been made to meet water com- 
petition through the Panama Canal, and the history of the 
rates, the Commission said that it was significant, in connec- 
tion with this alleged water competition, “to note that the rail 
movement in 1939 of brewers’ rice and screenings to St. Louis 
totalled 4,126,125 pounds, and that in 1942, when the Panama 
Canal was closed due to the war, the rail movement to St. 
Louis amounted to 8,966,125 pounds, or over twice as much as 
in 1939. To Detroit, the rail movement in 1939 was but 807,150 
pounds, while in 1942, with the Panama Canal closed, the rail 
a to Detroit totalled over 7 million pounds.” It said 
that while rates were influence by water competition and that 
the rates to Chicago and similarly situated points had been 
influenced to some extent as well by the rates from New Or- 
leans, such influences raised a presumption that the affected 
rates were below a maximum reasonable level, but afforded no 
conclusive proof of that fact, much less that such rates were 
below the zone of reasonableness. It said that the principal, 
if not the entire, movement of California rice to points in 
group D and to points in group E, St. Louis and north, con- 
sisetd of clean or milled rice, and that consequently it was 
that traffic alone that had encountered the water competition 
and other competitive influences. California rough rice had 
moved east only to New Orleans and to a few points in Arkan- 
sas and Texas, it said, and then only in limited amounts. 


In discussing the rate findings in Arkansas Rice Traffic 
Bureau vs. Aberdeen & R. R. Co., supra, the Commission said 
there was no serious contention that for the extremely long 
hauls involved the rate on rough rice should be related to the 
first-class rates, and quoted the report on the instant proceed- 
ing on reconsideration as follows: 


As a practical matter, neither clean nor rough rice can move from 
the distant California producing fields to eastern and southern destina- 
tions upon (a) rates relatively as high as those from the much less 
distant southwest or (b) rates relatively as high as those prevailing 
within the destination territories. In the circumstances we cannot accept 
the rates prescribed in Arkansas Rice Traffic Bureau vs. Aberdeen & 
R. R. Co., supra, as a yardstick for testing the reasonableness of exist- 
ing rates on either rough or clean rice from California. 


Just prior to the statement of its conclusion that the 60- 
cent rate on rough rice represented a reasonable maximum, 
the Commission said: 


In shipping clean rice, the California mills use, for the most part, 
the 74-cent rate, minimum 80,000 pounds. As previously stated, it re- 
quires 117,647 pounds of rough rice to produce that minimum of clean 
rice, including whole grain and broken or brewers’ rice. Using 10 cents 
as the average inbound rate on rough rice to the California mills, and 
the 74-cent rate thence on 80,000 pounds of clean rice, it costs the Cali- 
fornia mills a total of $710 per car to ship that amount of clean rice to 
New Orleans. At a rate of 60 cents on rough rice it would cost com- 
plainants $706 per car to ship 117,647 pounds to New Orleans, or sub- 
stantially the same as the last-named cost to the California miller. Ex- 
cept for the difference in the minima, this rate of 60 cents is in line 
with the west-bound rate of 63 cents in effect on both rough and clean 
rice from New Orleans to California, and on a minimum of 80,000 
pounds it would yield a car-mile return of 20 cents, which compares 
favorably with the earnings under the rates on the various commodi- 
ties referred to by complainants. 
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Missouri Pacific Reorganization 


The Commission, in a supplemental report in Finance No 
9918, Missouri Pacific Railroad Co. Reorganization, has ap. 
proved extensive modifications of the plan it approved January 
10, 1940, as modified on April 9, 1940. The Commission’s sum. 
mary of the supplementary report said the plan as approved 
substantially adopted, with some exceptions and some changes 
the provisions of the so-called compromise plan introduced ir 
evidence at the further hearing in October, 1943 (see Traffic 
World, Oct. 2, p. 778). 

The plan as modified by the instant report carries a total 
capitalization of $560,480,000 as compared with $562,398,400 in 
the former Commission plan. General mortgage bonds have 
been provided for in the amount of $159,175,000, as compared 
with $120,661,000 in the former plan, making a total debt of 
$352,682,000 under the modified plan, as against $310,141,000 
under the former plan. 

The modified plan provides for $57,717,000 in preferred 
stock as against $115,501,000 of the same stock in the former 
Commission plan; and for $150,081,000 in common stock as 
compared with $136,756,400 in the earlier plan. Total stock 
under the modified plan amounts to $207,798,000, as compared 
with $252,257,400 under the former plan. 

The total fixed interest debt under the plan as modified 
will be $193,507,000 as compared with $189,480,000 under the 
former plan. 

The Commission’s summary called attention to six major 
modifications of the 1940 plan. The effective date, it said, was 
changed from January 1, 1940, to January 1, 1943, with provi- 
sions for change to a later date or dates under certain condi- 
tions. It also pointed out that $30,574,095 cash was distributed 
among senior classes of creditors, the. greater part of which, 
it said, was allotted in compromise settlements of parts of 
their claims for accrued and unpaid interest. Optional offers 
of additional reorganization securities were provided for senior 
creditors not accepting compromise cash offers. 

The summary also said that interest accrued and unpaid 
on claims of the Reconstruction Finance Corporation and of 
J. P. Morgan and affiliated banks, since the date of the filing 
of the petitions in bankruptcy, were settled with cash on a 
basis of a 4 per cent per annum interest rate instead of the 
3% per cent provided in the compromise plan. The Commis- 
sion said that the other compromise cash offers were not 
changed. It also said that provision was made for the distribu- 
tion of cash among creditors prior to consummation of the plan. 

The plan also provided for warrants, offered to junior 
creditors and to stockholders of the New Orleans, Texas and 
Mexico, in addition to the securities to which such creditors 
and stockholders were entitled under the plan, entitling the 
holders to purchase new class B no-par common. stock at $100 
a share for a period of ten years after consummation of the 
plan, said the Commission, pointing out that provisions of the 
compromise plan for the issuance of warrants to Missouri Pa- 
cific preferred and common stockholders were not approved. 

The Commission pointed out that the duration of the vot- 
ing trust was decreased from ten years to five years and that 
the method of selecting voting trustees was changed to provide 
that the court should designate them. 


The Commission said that there were various other minor 
changes from the former Commission and compromise plans, 
and that the provisions of both plans for selection of the five 
reorganization managers, and of the first board of directors of 
the reorganized company, were changed. 


Under the modified plan, total annual charges prior to 
common stock dividends will be $18,755,677 as compared with 
$19,472,432. Dividends on preferred stock will be $2,885,841 as 
compared with $5,775,050 under the former Commission plan. 






Texas Ports Grouping 


By two supplemental fourth section orders, Nos. 9600 and 
12150, entered in No. 13535, Consolidated Southwestern Class 
Cases, the Commission has amended its findings in the twenty- 
ninth supplemental report, 256 I. C. C. 636, authorizing cer- 
tain limited grouping of Houston, Galveston, and Texas City, 
Tex., in connection with rates prescribed in the twenty-first 
supplemental report, 205 I. C. C. 601, as subsequently amended, 
so that such authority will apply also in connection with the 
rates prescribed in the original report, 123 I. C. C. 203, as 
subsequently amended. The Commission also corrected errors 
in certain first class key rates prescribed in the twenty-first 
supplemental report, as amended. 

The action was taken on. petition of W. F. Knobeloch, act- 
ing for the southwestern railroads. The report said the rail- 
roads said that, while publication of the old rates had been 
generally supplanted by the new rates, there were a number 
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of comparatively important commodities on which the old 
rates were Still in effect and that the reasons and necessity for 
the grouping of the Texas points under the new rates also 
existed with respect to the old rates. 

The report said that the Fort Worth Freight Bureau and 
the Fort Worth Chamber of Commerce had objected to the 
proposed grouping on the ground that it would disrupt the 
existing rate relation between Fort Worth and Dallas, Tex., 
in connection with rates between those points and Houston, 
and pointed out that the addition of 15 miles to the Houston 
distance under the proposed group arrangement would place 
Fort Worth in the next higher mileage block, whereas the 
situation as to Dallas would remain unchanged. It said the 
effect of the proposed grouping would not differ materially 
from that under the grouping that had existed for a number 
of years with respect to the new rates and that, furthermore, 
the Commission was here concerned with domestic interstate 
rates, Whereas shipments from Fort Worth and Dallas to 
Houston would ordinarily be intrastate movements, as to which 
the undue prejudice alleged was not within the purview of the 
interstate commerce act. The report said that, if it developed 
that the addition of 15 miles to the short-line distance be- 
tween Houston and any points 150 miles and over from Hous- 
ton, “as herein and heretofore authorized,” actually resulted in 
undue disturbance of the rate relation between interior points 
on interstate traffic, the matter might be brought to the Com- 
mission’s attention. 

The carriers, according as they participated in the trans- 
portation, were required to establish the corrected rates on or 
before October 19 on not less than 30 days’ notice. Fourth sec- 
tion orders Nos. 9600 and 12150 and orders supplemental thereto 
were amended in accordance with the aforementioned findings. 


(. & E. I. Trackage Rights 


On reconsideration, the Commission, in a report in Finance 
No. 14175, Chicago & Eastern Illinois Railroad Company Track- 
age Rights, embracing also Finance No. 14260, Chicago & 
Eastern Illinois Railroad Company Construction, has approved 
and authorized acquisition by the C. & E. I. of trackage rights 
over approximately 3.74 miles of line of the Chicago, Terre 
Haute & Southeastern Railway Company, called the Terre 
Haute, maintained and operated by the C. M. St. P. & P., in 
Sullivan County, Ind. It also has issued a certificate authoriz- 
ing construction by the C. & E. I. of a connecting track, approx- 
imately 400 feet in length, between the C. & E. I. and the 
Terre Haute. By report and order dated October 11, 1943, divi- 
sion 4 denied the applications. 

The Commission said the Mildred branch of applicant 
extended from a main-line connection at Standard to Peerless 
Mine, where it was proposed to construct the connection with 
the line of the Terre Haute, the respective tracks of the parties 
being in proximity at that point. It said the trackage rights 
would extend over the Terre Haute tracks from the point of 
the proposed connection to a mine of the Glendora Coal Com- 
pany, known as Baker-Glendora Mine No. 28, now being served 
by the Milwaukee. The coal company formerly operated the 
Peerless Mine which was served exclusively by the C. & E. I. 
The report said the two mines were adjacent to each other and 
operated on the same vein of coal. Because of operating condi- 
tions the Peerless Mine was abandoned in July, 1942, and the 
remaining coal was being mined through No. 28, it said. 

The Commission said approval of the applications would 

enable applicant to serve the mine without incurring expenses 
incidental to the construction of a new line, and that the an- 
ticipated traffic would be not less than 150,000 tons of coal a 
year with corresponding gross earnings of $185,000. It said the 
report of division 4 was based on the terms of the original 
agreement which were found to confer no trackage rights 
within the meaning of section 5 (2) of the act. The provision 
found objectionable had been eliminated from the present 
agreement, it said. 
_ Concurring in part, Chairman Patterson said he concurred 
in the authorization to construct the connecting track “but, in 
my opinion, extension of applicant’s service to the mine, under 
trackage rights is not justified. Applicant’s traffic between the 
mine and the connecting track should be handled by the Mil- 
waukee, under a joint arrangement.” 


DIXIE FREIGHT LINES DIVISIONS 


MC C-365, Dixie Freight Lines, Inc., vs. George Strange 
Freight Lines, Inc. By division 3. Divisions accorded Dixie out 
of joint motor common carrier rates on property originating at 
points north and east of Atlanta, G., and destined to points on 
George Strange Freight Lines’ routes in Alabama found unjust, 
unreasonable, and inequitable. Further found that for the fu- 
ture, just, reasonable and equitable divisions should be deter- 
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mined by use of a prorate of the parties’ first class rates to and 
from Montgomery, Ala. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
ceports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 10736, Sub. No. 2-EX, Tualatin Valley Stages, Inc., 
Portland, Ore. Exemption denied. Operations in transporting 
passengers and their baggage, and express and newspapers in 
the same vehicle with passengers, in interstate or foreign 
commerce, solely within Oregon, found not of such nature, 
character or quantity that exemption thereof from regulation 
would not substantially affect or impair uniform regulation. 
Commissioner Lee dissented. 

*MC 16682, Sub. 2, Murray and Alexander Shapiro, dba 
Mural Delivery Service, New York, N. Y. On reconsideration, 
certificate denied, and findings in prior report, issued November 
26, 1943, reversed. Ranges, uncrated, and range parts, from 
New York, N. Y., to points in N. Y., Mass., R. I., Conn., Pa., 
Del., Md., N. J., Va., N. C., and the District of Columbia, and 
rejected shipments of such commodities on return, over ir- 
regular routes. 

MC 65771, Tilman Scifers and D. L. Rogers, dba Dick’s 
Transfer & Truck Terminal, Pittsburg, Kans. On reconsidera- 
tion, by the entire Commission, of its findings in the prior re- 
port, 20 M. C. C. 785, modified. Operation by applicants as a 
common carrier by motor vehicle in interstate or foreign com- 
merce, of general commodities as Pittsburg, Kans., found ex- 
empt from the certificate or permit requirements of the act, 
as amended, and application dismissed. The Commission said 
that, subsequent to its previous findings that applicants, in per- 
forming collection and delivery service at Pittsburg for line- 
haul motor common carriers were those of a motor common 
carrier, the act had been amended so as to exempt from direct 
regulation under Part II of the act, transfer, collection, and 
delivery services performed for line-haul motor carriers within 
terminal areas of such carriers. It said that, while it was unable 
to determine from the record the extent of such terminal areas, 
it was clear applicants performed services only within the cor- 
porate limits of Pittsburg, and it could be assumed that the 
terminal areas of line-haul motor carriers serving the city 
were at least coextensive with the corporate limits of the city. 
Commissioner Lee concurred. 


*MC 73701, Sub No. 15, Bert Glupker, Grand Rapids, Mich. 
Certificate denied. Beans, from points on the lower peninsula of 
Michigan east of U. S. Highway 131, to points in Ohio, over 
irregular routes. 


*MC 58954, Sub. No. 4, McNamara Motor Express, Inc., 
Kalamazoo, Mich. Certificate granted. Special commodities, 
serving West Allis, Wis., and Berrien Springs and Buchanan, 
Mich., in off-route service, and general commodities at all points 
in the Chicago commercial zone, in off-route service, with ex- 
ceptions, all in connection with operations over regular routes 
previously authorized. 


MC 1288, Loraine Transfer Co., Inc., Shreveport, La., com- 
mon carrier. On reconsideration, by the entire Commission, 
findings in prior report on reconsideration, decided February 7, 
1944, modified, and applicant found entitled to additional au- 
thority (a) for the transportation of compressed gases, in con- 
tainers, empty gas containers, welding rods and welding sup- 
plies, and (b) for the transportation of roofing and roofing 
materials, between Shreveport, Tex., on the one hand, and, on 
the other, points in Tex. and Ark. within 250 miles of Shreve- 
port, over irregular routes, by reason of applicant having been 
so engaged on June 1, 1935, and continuously since. Chairman 
— and Commissioners Miller, Rogers and Alldredge dis- 
sented. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not de printed in full in the permanent series of Commission 
reports, Mimeographed copies of such reports in full may be ob 
tained by prompt application to the Commission.) 





*W-284, Thomas McGeeney and Janet E. Murray, dba 
James McGeeney Co., Contract Carrier Application, embracing 
W-816, O’Brien Brothers, Inc., Contract Carrier Application. 
By division 4. On reconsideration, findings in prior report of 
May 6, 1943, further modified to authorize continuance of 
operation at New York, N. Y., by James McGeeney Company 
in the capacity of managing operators, and O’Brien Brothers, 
Inc., as contract carriers in furnishing (under charter, lease, 
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or other agreement) non-self-propelled deck scows to persons 
other than carriers subject to the act. The modification con- 
sisted of the removal of a territorial limitation restricting oper- 
ations to the Hudson River, Long. Island Sound, New York 
Harbor, and certain Long Island points. The amended permit 
and order were made effective September 30. 





GALLAGHER & ASCHER FORWARDER PERMIT 


The Commission, division 4, by a report, permit and order, 
effective September 20, in FF-67, Gallagher & Ascher Co. 
Freight Forwarder Application, has granted the applicant au- 
thority as a forwarder of commodities generally between points 
in the Chicago commercial zone, on the one hand, and, on the 
other, all ports or points of export or import in the United 
States, when moving from or two points outside the continental 
limits of the United States and Canada; and as a forwarder of 
stone (granite), rough quarried or finished, from Columbia, 
S. C., and Elberton, Ga., to Baltimore, Md., Brooklyn and Buf- 
falo, N. Y., Chicago and Evansville, Ind., Kansas City, Mo., 
New York, N. Y., Quincy, Mass., Philadelphia, Pa., and St. 
Louis, Mo. 


CARLOADER CORPORATION APPLICATION 


The Commission, division 4, has issued a report on recon- 
sideration in FF 122, Carloader Corporation, Freight For- 
warder Application, in which it affirms conclusions in the prior 
report, 260 I..C. C. 143. The applicant was found entitled to 
a permit authorizing it to operate as a forwarder of commodi- 
ties generally when consigned for export from New York, 
N. Y., and Philadelphia, Pa., to the United States ports on the 
Atlantic coast south of Norfolk, Va., on the Gulf of Mexico and 
Pacific coast to Eagle Pass and Laredo, Tex., until December 
31, 1945. 

In a notice attached to the report, Secretary Bartel, of the 
Commission, said that on June 27, through inadvertence, what 
purported to be copies of the report in FF 122, and an amended 
permit and order, had been issued and served. The Secretary 
said that no amended permit and order had been adopted by 
the division and asked that the incorrect copies of the report 
and amended permit and order be returned to the Commission. 


SODA ASH RATES 


By an order in No. 13535 et al., Consolidated Southwestern 
Cases, except Nos. 15217 and 15231, I. C. C. 123,203, the Com- 
mission, division 3, on petition of W. F. Knobeloch on behalf 
of southwestern line defendants, requesting approval under 
finding 27 and modification of prior findings and orders in those 
proceedings with respect to rates on soda ash, other than 
modified soda ash, has provided: 


That the order heretofore entered in said proceedings on April 5, 
1927, as since amended, be, and it is hereby, further amended to permit 
the publication, without at the same time publishing reduction in rates 
to and from other points, of rates of 39 cents per 100 pounds from 
Baton Rouge and North Baton Rouge, La., and 37 cents per 100 pounds 
from Lake Charles, La., to Colorado, Tex., on soda ash (other than 
modified soda ash) in bulk, or in bulk in bags or barrels (not less than 
100 pounds each), carloads, minimum weight 80,000 pounds, except when 
in covered hopper cars loaded to full visible capacity, actual weight 
but not less than 63,000 pounds, such rates to be observed as maxima 
at directly intermediate points of origin and destination via routes 
over which the rates are established. 





F. J. & G. REORGANIZATION 


The Commission, division 4, by an amendatory order in 
Finance No. 9954, Fonda, Johnston & Gloversville Railroad 
Co. Reorganization, has modified its supplemental order of 
February 29 to provide authority for the reorganization man- 
agers to issue not exceeding 46,600 shares of common stock, 
without par value, to be placed in a voting trust, pursuant to 
the plans of reorganization. The instant order said express 
authorization had not been provided for the stock in its pre- 
vious order. 





SOO LINE REORGANIZATION 


By a supplemental report in Finance No. 11897, Minneap- 
olis, St. Paul & Sault Ste. Marie Railway Co. Reorganization, 
the Commission, division 4, has approved the acquisition by 
or vesting in the reorganized company of the debtor railroad, 
and of the trustees of the property of the debtor, except prop- 
erty to be otherwise disposed of in accordance with the plan. 
The Commission also approved the proposed issue by the re- 
organized company of (a) not exceeding $8,051,700 principal 
amount of first mortgage 4% per cent cumulative income 
bonds, series A, due January 1, 1971, (b) not exceeding $20,- 
129,000 principal amount of general mortgage 4 per cent in- 
come bonds, series A, due January 1, 1991, (c) approximately 
717,462 shares of common stock without par value to be issued 
and delivered to voting trustees, (d) 12 shares of common 
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stock for organizational purposes without par value, and (e) 
scrip certificates in lieu of first mortgage and general mortgage 
bonds in denominations less than $100. It also approved the 
proposed procurement of authentication and delivery to the 
reorganized company of not exceeding $1,948,300 principa) 
amount of first mortgage 44% per cent cumulative income bonds 
series A, due January 1, 1971, and the proposed assumption by 
the reorganized company of obligation and liability with re. 
spect to certain conditional sale contracts, executory con- 
tracts, agreements and other obligations of the debtor and its 
trustees to the extent described in the report or provided in the 
plan of reorganization. The Commission also approved the js- 
sue of voting-trust certificates and scrip certificates by voting 
trustees, and the issue of certificates of deposit and certificates 


of beneficial interest by deposit trustees. Conditions were 
prescribed. 
















ERIE MOTOR SELF-INSURANCE 

By a report and order in MC 100604, Erie Railroad Co,, 
Self-Insurance, embracing MC 100604, Sub. 1, MC 101010, and 
MC 101010, Subs. 1 to 7, the Commission, division 5, has trans- 
ferred to the Erie Railroad Co., as reorganized, the authority 
granted in the prior report in MC 100604 and MC 101010 to 
the trustees of the property of the railroad to self-insure 
its motor carrier operations under the provisions of section 215 


of the interstate commerce act. The authority granted to the 
trustees was revoked. 











EXPLOSIVES TRANSPORTATION 


The Commission, division 3, by an order in No. 3666, In the 
Matter of Regulations for Transportation of Explosives and 
Other Dangerous Articles, effective July 7, has amended the regu- 
lations for the packing of methyl bromide, as follows: 


(g) Spec. 54—Metal drums not exceeding 30 galls capacity or metal 
drums of bilge type not exceeding 33 gallons capacity. Use of these 
containers will be permitted because of the present emergency and 
until further order of the Commission. 











The amendment supersedes and amends paragraphs (g) and 


(h), section 346, orders of December 12, 1942, and February 
10, 1943. 














UNIFORM ACCOUNTING 


The Commission has issued two orders “In the Matter 
of a Uniform System of Accounts to be Kept by Steam Rail- 
roads.” The first, effective September 1, requires that all car- 
riers by railroad (except those independently operated as elec- 
tric lines), and every trustee, executor, administrator, or as- 
signees of any such carrier to comply with the “Uniform Sys- 
tem of Accounts for Steam Railroads, Issue of 1943,” as modi- 
fied and amended by the order. The accompanying modifica- 
tions of the system covered depreciation accounting, retire- 
ments—-road, dismantling retired road property, equipment re- 
tirement, and general balance sheet accounts. 

The second order changed to January 1, 1946, the effec- 
tive date of the Commission’s order of July 13, 1937, prescribing 
operating revenue account 117, “Protective services—Perish- 
able freight.” 

By an order “In the Matter of a Uniform System of Ac- 
counts to Be Kept by Electric Railways,” the Commission sim- 
ilarly changed to January 1, 1946, the effective date of its 
order of July 13, 1937, prescribing operating revenue account 
108%, “Protective service revenue—Perishable freight.” 

The Commission has issued a third order “In the Matter 
of a Uniform System of Accounts to be Kept by Steam Roads,” 
providing that the mandatory requirement for accounting for 
depreciation of road property, prescribed in orders of June 8, 
1942, be postponed as to class II and class III steam railroads 
until January 1, 1946. The June 8, 1942, orders modified the 
classification of investment in road and equipment; classifica- 
tion of operating revenues and operating expenses; classifica- 
tion of income, profit and loss, and general balance sheet ac- 
counts, for steam railroads. 




















COMMISSION ORDERS 


MC F-1769, H. R. Priddy, purchase, H. E. Zeeveld, and MC F-1770, 
H. R. Priddy, lease, J. L. Naylor. Request of applicant for a further 
extension of time within which to exercise authority granted in report 
and order of August 28, 1942, denied. 

MC C-354, Line Material Co. vs. W. H. Hinchcliff, Jr., dba Hinch- 
cliff Motor Service, et al. Petition of certain defendants for reconsidera- 
tion by, and reargument before entire Commission, denied. 

No. 27648, Ashland Coal & Ice Co. et al. vs. A. C. L. et al. 
plainants petition seeking entry of an amended order, denied. 

No. 28936, O. C. Field Gasoline Corp. vs. Nevada Northern et al. 
Petition of defendants for reconsideration, denied. 

MC 59355, Martin Transports Limited, common carrier application. 
Reopened for reconsideration. Order recommended by examiner which 
became effective as order of Commission April 27, vacated. 

MC 17778 Sub. 6, B. & E. Transportation Co., Inc., extension, New 
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york, N. Y., Florida points. Reopened for further hearing and referred 
pack to Division 5 for consideration and disposition. 

MC 72997, Sub. 4, Liberty Trucking Co., extension, North-South 
routes. Reopened for reconsideration. 

MC 73165, Sullivan, Long & Hagerty, Inc., common carrier applica- 
tion, and MC 73165 Sub. 1, Sullivan, Long & Hagerty, Inc., extension, 
Bessemer. Reopened for reconsideration. Order of February 24, vacated. 

MC 93875 Sub. 1, Nathan Weinberger, extension, household goods. 
Reopened for rehearing. Order of December 9, 1943, which became 
effective February 23, vacated. 

MC C-276, Gay’s Express, Inc., vs. Marvin J. Haigis and Kneeland 
G. Nichols. Defendant’s petition for reopening, reconsideration, and 
oral argument, denied. 

No. 28529, Great Lakes Steel Corp. vs. C. M. St. P. & P. et al. 
Petition of complainant for reopening and argument before Commission, 
denied. 

No. 28923, Hoffman Beverage Co. vs. Lehigh Valley et al. 
of complainant for reconsideration, denied. 

No. 29133, Town of Dune Acres et al. vs. C. S. S. & S. B. Complaint 
dismissed. 


FF-52, Pacific and Atlantic Shippers Assoc., Inc., freight forwarder 


application. Effective date of permit and order of May 11, postponed to 
August 17. 


1. & S. 5238, Apples, transcontinental eastbound. Petition of protes- 
tant Chester Bowles, Price Administrator, for reconsideration, denied. 

Ex Parte MC 34, Minnesota, North Dakota motor carrier rates. 
Order of May 23, which requires respondents to establish certain rates, 
regulations, and practices on or before August 15, on not less than 30 
days’ notice, modified so as to become effective October 1, on not less 
than 30 days’ notice. 


Petition 


Railroad Abandonments 


Alton 


By a report and-order in Finance No. 14351, Alton Rail- 
road Co. Trustee Abandonment, the Commission, by division 
4, has denied the application for authority to abandon a branch 
line of railroad extending from a point at or near South Main 
Street in Carrollton, to East Hardin, approximately 19.4 miles, 
in Greene and Jersey counties, Ill., without prejudice to re- 
newal of the application after termination of the war if it can 
be shown that conditions then existing warrant such action. 
The report said that the facts of record did not warrant the 
abandonment. It said that apple-growing and other industries 
served by the branch had shown considerable need for the 
facilities of the branch, especially because of the lack of other 
rail-transportation facilities in the immediate area. It said 
that apple interests at East Hardin had testified that the cost 
of additional truck hauls to shipping points on other rail lines, 
based on traffic in 1942, would amount to $13,195 a year. It 
said that the volume of all traffic handled over the branch had 
increased substantially in 1942 over the preceding year. There 
could be no doubt, the report said, that the need of rail-trans- 
portation facilities in the area were becoming more urgent as 
trucks were wearing out, and that truckers’ services would 
continue to be seriously curtailed for the emergency period 
through the conservation of tires and gasoline. 


Cc. B. & Q. 


Protestants in Finance No. 14426, Chicago, Burlington & 
Quincy Railroad Co. Abandonment, involving an application 
of the Burlington for authority to abandon a line extending 
from a point near Mount Ayr in Ringgold county, Ia., to a 
point near Grant City in Worth county, Mo., approximately 
21.8 miles, have filed exceptions to the proposed report of 
Examiner J. S. Prichard recommending that the authority 
sought be granted (see Traffic World, July 1, p. 14). 


The protestants said that the physical location of the 
segment in question was the middle one-third of the entire 
line extending from Giles, Ia., to Albany Junction, Mo., a dis- 
tance of about 66 miles. They said that removal of the center 
section would, in effect, destroy the value of the line itself 
and that the remaining stubs would wither and be abandoned 
in a few short years. Therefore, they said, the true value of 
the entire line must be taken into account as well as the 
gross revenue that had accrued to the respective stations. 
Compiling these figures, the protestants showed gross revenue 
assignable to the entire line of $78,690 for the five-year period 
1938 to 1942, inclusive, with a net loss from operations of the 
66 miles amounting to $9,580.82, or a $142.13 a mile. This loss, 
they said, was a maximum loss because the averages employed 
had been against the protestant interest in_an honest enedavor 
to portray a maximum figure of possible loss for the entire line. 


After discussing highway conditions in the affected area, 
and saying that the examiner had erred in failing to give 
sufficient weight to the shortage of truck transportation in the 
territory and in failing to note that the area would be deficient 
In corn and must receive corn and feed, protestants said they 
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ask only that the Commission order continue operation of the 
segment until after the war. 


MOTOR FINANCE CASES 

MC F-2553, Lafayette-Indianapolis Transit Co., Inc., lease, Foster 
Freight Lines, Inc. Applictaion for authority under section 210a(b) 
of Lafayette-Indianapolis Transit Co., Inc., of Lafayette, Ind., for tem- 
porary operation of a portion of the motor-carrier rights of Foster 
Freight Lines, Inc., of Indianapolis, Ind., denied. 

MC F-2576, E. Brooke Matlack et al., purchase, Marshall Transport 
Co., Ine. Application for authority under section 210a(b) of E. Brooke, 
Duverney, Edwin L., and Robert Matlack, and E. Brooke Matlack, Jr., 
doing business as E. Brooke Matlack, of Philadelphia, Pa., for tempo- 
rary operation of motor carrier rights and properties of Marshall Trans- 
port Co., Inc., of Glen Burnie, Md., granted with conditions. 

MC F-2577, Stanley L. Wasie—Control; Merchants Motor Freight, 
Inc.—Purchase—Loyd’s American Line, Ine. Application for authority 
under section 210a (b) of Merchants Motor Freight, Inc., of St. Paul, 
Minn., for temporary operation of motor-carrier rights of Loyd’s Ameri- 
can Lines, Inc., of La Crosse, Wis., granted with conditions. 


UNCONTESTED FINANCE CASES 


Supplemental report and order in F. D. No. 14431, Great Northern 
Railway Co. Notes, granting authority to issue at par a promissory 
note in the face amount of not exceeding $3,002,876.76 in further evi- 
dence of, but not in payment of, the unpaid purchase price of certain 
equipment to be acquired under a conditional sale agreement. Approved. 

Report and order in F. D. No. 14608, New York, Chicago & St. 
Louis Railroad Co. Equipment Trust Certificates, granting authority 
to assume obligation and liability in respect of not exceeding $2,100,000 
of New York, Chicago & St. Louis Railroad second trust of 1944 1% 
per cent serial equipment-trust certificates to be issued by the Harris 
Trust & Savings Bank, as trustee, and sold at 99.882 and accrued divi- 
dends in connection with the procurement of certain equipment. Ap- 
proved. 

Report and order in F. D. No. 14615, Interstate Railroad Co. notes, 
granting authority to issue not exceeding $1,000,000 of serial promissory 
notes, consisting of 20 notes in the amount of $50,000 each, to evidence 
a loan of like amount, the proceeds to be used to pay a portion of the 
cost of constructing certain equipment. Approved. 

Report and certificate in F. D. No. 14586, Gulf, Mobile & Ohio 
Railroad Co. Abandonment, permitting abandonment by the Gulf, Mo- 
bile & Ohio Railroad Co of a branch line of railroad in Monroe County, 
Miss. Approved. 

Report and order in F. D. No. 14611, Chesapeake & Ohio Railway 
Co. Equipment Trust Certificates; granting authority to assume obliga- 
tion and liability in respect of not exceeding $2,500,000 of Chesapeake 
& Ohio Railway second equipment trust of 1944, 1% per cent serial 
equipment trust certificates, to be sold at 100.0875 and accrued divi- 
dends, in connection with the procurement of certain equipment. Ap- 
proved. 


FINANCE APPLICATIONS 


MC F-2585, Mid-States Freight Lines, Inc., of Chicago, Ill., asks 
authority to purchase certain operating rights of Southern Transit Co., 
debtor, of Kansas City, Mo., and temporarily to operate. 

Finance No. 14628, New York, New Haven & Hartford Railroad Co. 
asks authority to issue promissory notes pursuant to a conditional sale 
agreement to be dated August 15, covering the purchase of 42 loco- 
motives. 

Finance No. 14630, Erie Railroad Co. asks authority to assume 
obligation and liability with respect to $3,620,000 par value equipment 
trust certificates, covering 80 per cent of the estimated cost of 600 
hopper cars and six diesel locomotives. 

Finance No. 14635, Rutland Railroad Co. has filed with the Commis- 
sion a copy of its petition for reorganization filed in the federal district 
court of Vermont. In the same docket, William E. Navin has asked the 
Commission to ratify his appointment by the federal court as a trustee 
of the railroad. 

Finance No. 14634, Boston & Maine Railroad asks authority to 
purchase all of the property and franchises of the Nashua & Lowell 
Railroad Corporation, except its right to exist as a corporation, for 
$880,000, equivalent to $110 a share on the Nashua & Lowell outstanding 
stock, plus incidental expenses. The application said the Boston & 
Maine had operated the properties of the Nashua & Lowell under lease 
since June 22, 1887. The application also said that in Finance No. 
14255, the Commission had authorized the applicant to acquire control 
of the Nashua & Lowell by purchase of its capital stock at a price not 
in excess of $110 a share, and that, pursuant to such authority, the 
applicant had now acquired 7,625 shares of the 8,000 shares outstanding. 

MC F-2587, E. W. Stimble, Jr., dba The Service Line, of St. Joseph, 
Mo., asks authority to purchase certain operating rights of Adams 
Transfer & Storage Co. of Kansas City, Mo. 

MC F-2588, O. Maxwell, dba O. Maxwell Co., of Cincinnati, O., asks 
authority to acquire control of Phil’s Fast Freight, Inc., of Middletown, 
O., through ownership of capital stock. 

MC F-2586, LeGrande L. Belnap, dba Salt Lake-Delta Freight Line, 
of Salt Lake City, Utah, to purchase certain operating rights of Utah 
Central Truck Line, also of Salt Lake City. 

Finance No. 14631, Wheeling & Lake Erie Railway Co., asks author- 
ity to assume obligation and liability in respect of $920,000 principal 
amount of trust certificate, series K, to be dated September 1, and to 
mature serially in equal semi-annual installments from March 1, 1945, 
to September 1, 1954, inclusive, to bear such dividends as shall be named 
by the successful bidder, but such bidder shall name the rate of divi- 
dend in multiples of 4% of 1 per cent a year, payable semi-annually. The 
proceeds of the certificates are to provide for not exceeding 75 per cent 
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of the estimated cost of 500 all-steel 50-ton gondola cars, at a total 
estimated cost of $1,235,300. 

Finance No. 14632, Minneapolis & St. Louis Railway Co., asks au- 
thority to issue promissory note in the amount of $1,438,895 pursuant to 
terms of a conditional sales agreement for the purchase of 500 50-ton 
box cars at a total estimated cost of about $1,798,620. Under the agree- 
ment, applicant agrees to pay monthly installments of $11,990.79 on the 
first day of each month for the first 119 months following delivery of 
the cars, and a final installment of $11,990.79 on the first day of the 
120th month. Interest on the note shall be determined by competitive 
bidding. Twenty per cent, or about $359,725, of the total cost will be 
met by payment of cash. 

Finance No. 14636, Georgia, Florida & Alabama Railroad Co. has 
filed with the Commission a copy of a petition for reorganization of the 
company under the bankruptcy act, filed in the federal court for the 
middle Georgia district, Thomasville division. It said it was unable to 
meet the interests on its bonds, and had paid no dividends to preferred 
stockholders, by reason of the failure of the Seaboard Air Line Railway 
Co., lessee, to pay the rental stipulated in the lease, or to pay the net 
income arising from the application of a segregation formula to the 
operation of the G. F. & A. 


PETITIONS FOR REHEARING, ETC. 


No. 28755, Colorado Portland Cement Co. vs. Apache et al. Com- 
plainant asks for further reopening and reconsideration by entire Com- 
mission. 

MC-F 2527, Oliver True, control; Lake Motor Freight Line, Inc., 
purchase, Boswell Brothers Motor Freight, Inc. Lake Motor Freight 
Line, Inc., asks Commission for reconsideration of application for tem- 
porary lease. 

W-384, Sudden & Christenson (Arrow Line), common carrier appli- 
cation; W-383, Christenson Steamship Co., common carrier application; 
and W-388, Waterman Steamship Corp., common carrier application. 
Applicants ask for reconsideration, rehearing, modification of report 
and order and postponement of effective date of order of July 25, 1942. 

MC-C 352, Bell Potato Chip Co. vs. Aberdeen Truck Line, etc al. 
Complainants ask Commission to strike petition of Respondents for 
reconsideration. 

1. & S. 5311, Routing restrictions, south to K. C. S. Ry. points. 
Kansas City Southern Ry., respondent, asks Commission to vacate and 
set aside suspension order of July 8. 

No. 29147, Kohler Co. vs. Alton & Southern et al. Defendants ask 
Commission to issue an order requiring complainant to make its com- 
plaint more definite and certain. 

No. 28977, Limits Industrial Building Corp. and Borin Art Products 
Corp. vs. B. & O. and B. & O. C. T. Complainants ask for rehearing. 

MC 103548, Sub. 1, Benjamin L. Klein, contract carrier application, 
and MC-C 332, B. L. Klein—transportation for compensation. Association 
of Interstate Motor Carriers, Interstate Dress Carriers, Inc., and Ehrlich- 
Newmark Trucking Co., Inc., protestants, ask Commission for rehearing 
and reconsideration of order of June 9. 


Freight Classification 


The “flexible limit of judgment” that was properly the 
prerogative of the Commission in fixing rates became no longer 
a flexible limit if the rates were to be made on costs as advo- 
cated by the governor of Kentucky, said C. E. Widell, of Nash- 
ville, Tenn., replying on behalf of southern industrial interests 
of record in No. 28300, Class Rate Investigation, 1939, and 
No. 28310, Consolidated Freight Classification, in reply to the 
manuscript of argument filed in those proceedings on behalf 
of the state of Kentucky (see Traffic World, July 8, p. 74). 

Mr. Widell said that a rather complete answer to the 
Kentucky governor’s argument, so far as it related to public 
regulation of common railroad carriers, had been made by the 
Supreme Court of the United States in Central Railroad Co. vs. 
en States, 257 U. S. 247, which decision he quoted as 
ollows: 


What Congress sought to prevent by that section (section 3), as 
originally enacted, was not differences between localities in transpor- 
tation rates, facilities and privileges, but unjust discrimination between 
them by the same carrier or carriers. Neither the transportation act of 
1920 . . . nor any earlier amendatory legislation has changed, in this 
respect, the purpose or scope of section 3. 


Mr. Widell added that the transportation act of 1940 had 
not changed the purposes or scope of the law. He said the 
governors confused the federal question of uniformity in the 
regulation of federal imposts, duties and excises with public 
regulation of common carriers as private property devoted to 
public use. He said the carriers in Kentucky had no duty 
whatsoever to shippers in Ohio who were served by other 
carriers, except in the matter of joint rates on through traffic. 
The brand of uniformity argued by the governors, he said, 
would make every Kentucky carrier responsible to Ohio ship- 
pers in every respect based on costs alone. 

Further replies have been made by the Topeka, Kans., 
Chamber of Commerce, the southern railroads, and on behalf 
of the State of Indiana by H. A. Hollopeter. 

The Topeka chamber said that the issues were of too great 


TRAFFIC WORLD 





importance to the future of the freight rate structure anc the 

adequacy of our transportation systems for the Commission, on 

such representations as made by the governor, to disregar: al] 

past experience and to disregard every element other than cost 

that heretofore had entered into the making of rates. It saiq 

— “the lure is enticing but the apparent results are forbid- 
ing.” 

The southern railroads said they believed an adequate an- 
swer to the argument was contained in Maritime Association 
of Boston Chamber of Commerce et al. vs. Ann Arbor Railvoad 
Co. et al., 95 I. C. C. 539, to the effect that the Commission 
must assume as an agency of Congress that, in laying statutory 
duties upon it, Congress had not transcended its powers. The 
railroads said that it had repeatedly been held that the proy- 
ince of the Commission had been to apply the statutes as writ- 
ten and not to determine their constitutionality. 


Mr. Hollopeter said that Indiana had no objection to any 
other state, region or section of the country having the identical 
rate structure that Indiana had, but that it did object strenu- 
ously to those competitive areas having their rate structures 
revised only to eliminate such rates as might be higher than 
those in Indiana, but retained the benefit of their many other 
rates much lower than those in Indiana. He said that if the 
lower class rates “in our structure” established unlawful dis- 
crimination against other territories that might have higher 
class rates, then the lower commodity rates in southern and 
southwestern territories equally proved unlawful discrimina- 
tion against Official Territory in connection with the much 
higher commodity rates in that territotry. He said that this 
mere difference in class rates in several regions and territories 
was not discrimination because it was substantially equalized 
by other portions of the several rate structures, namely, lower 
commodity rates. 


Secretary Bartel of the Commission, in a notice to counsel 
in the proceedings, said no objections had been received to the 
request of the Governor of Kentucky that his manuscript be 
made a part of the record of oral argument, and that, there- 
fore, this had been done. 


GRAIN RATES PARITY 


Returns have been filed to the Commission’s order in No. 
17000, Part 7, Rate Structure Investigation—Grain and Grain 
Products within the Western District and for Export, requiring 
respondents and other interested parties to show cause why 
the outstanding findings and orders in that proceeding, to the 
extent that they required or had been interpreted as requiring, 
a parity in rates on coarse grain and wheat, should not be 
vacated. The returns were filed on behalf of the carriers in 
the western district and by the Chicago Board of Trade. 


The western carriers said that the Commission ought not 
modify the parity provisions without a hearing. Moreover, 
said they, the several reports of the Commission and the evi- 
dence before the Commission “at the time,” suggested that the 
low level of the prescribed rates and the parity requirement 
went hand in hand. 


“In other words,” said the carriers, “such a low level for 
the transportation of wheat, flour and other products of wheat 
was felt to be justified, in part at least, because the same rates 
also would apply on coarse grain. . . . In the circumstances 
fairness and orderly procedure require that the approbation of 
the parity requirement be not undertaken except after hearing 
in an investigation in which a compensating increase in the 
level in the rate for the transportation of wheat and its prod- 
ucts also is in issue.” 


The Chicago Board of Trade said it was of the opinion 
that the rates on coarse grains should properly be on a lower 
level than the wheat rates, pointing out that for many years 
prior to the rates prescribed in the western grain case, the 
coarse grain rates had been at least 10 per cent under the 
wheat rates. 








TERMINAL SERVICES 


Louisiana & Arkansas Railway Co. has filed a brief in 
Ex Parte 104, Practices of Carriers Affecting Operating Rev- 
enues or Expenses, Part II, Terminal Services, covering those 
services at plants of the Standard Oil Co. of Louisiana at Mary- 
land Tank Farm and at North Baton Rouge, La., in which 
it supported the position taken by Standard Oil, that there 
was no interin switching at those plants (see Traffic World, 
July 8, p. 70). The railroad said it had continuously performed 
switching at those plants without. charge in addition to its 
line-haul rates and that it recognized a legal obligation to 
continue to do so. The Commission should find that there was 
nothing improper or unlawful in its practices, the railroad 
said. 7 
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Proposed Reports 














Koch-Ellis Water Applications 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders, by a proposed report in W-72, Koch-Ellis Marine 
Contractors, Inc., Applications, has recommended dismissal of 
the application. The bureau said the applicant had not been 
engaged on the statutory date and continuously since as a com- 
mon or contract carrier in the performance of transportation 
subject to part III of the interstate commerce act. The appli- 
cant had filed applications concurrently for a permit, and for 
exemption, in respect of its contract carrier operations in the 
transportation of commodities generally and the performance 
of general towage on the Mississippi River and its tributaries 
below and including St. Louis, Mo., and on the Gulf Intra- 
coastal Waterway and connecting waters in Texas, Louisiana, 
Mississippi, Alabama, and Florida, and in furnishing vessels to 
persons other than carriers subject to the act for the transpor- 
tation of their own property. 

The bureau pointed out that the applicant’s towing of 
dredges and dredging equipment was exempt under section 
303 (e) of the act and that its transportation of liquid cargo in 
bulk in certified tank vessels was exempt under section 303 (d). It 
said that, when the applicant leased its barges to oil and other 
companies principally for the transportation of their own liquid 
products, the transportation on deck of other property was 
frequently performed, and that as to such transportation, the 
applicant was a contract carrier under section 302 (e). How- 
ever, it said, the service consisted of the transportation of 
liquid petroleum products in bulk in certified tank vessels and 
of oil well equipment, materials and supplies, within, to, and 
from the marshland oil fields of Louisiana and Texas, which, 
it said, was exempt under section 303 (d) or by the order of 
the Commission in Ex Parte No. 146, Oil Field Equipment— 
Marshlands—Louisiana and Texas. Its other operations were 
exempt under sections 303 (f) (1) and (2), 303 (g) (1), and 
303 (g) (2), the bureau said. 










































Proposed Reports 


Zinc Spelter Plates 


No. 29027, Revere Copper & Brass, Inc., vs. Southern 
Steamship Co. et al. By Examiner Leland F. James. Recom- 
mends dismissal. Carload shipments of zinc spelter plates from 
Houston, Tex., to Palmerton, Pa., found overcharged. The re- 
port said the applicable combination rate was $9.68 from 
Houston to Philadelphia and 14 cents a hundred pounds be- 
yond plus a charge of $5.45 a car for switching at Palmerton. 


Cereal Food Preparations, Etc. 


I. and S. M-2386, Classifications, Min. Wts., Middle Atlantic 
Territory. By Examiner Harold P. Boss. Proposal of motor 
common carriers, parties to the classification exceptions tariff 
of the Middle Atlantic States Motor Carrier Conference, to 
establish for application generally in trunk-line territory, in- 
creased less truckload exceptions ratings on certain cereal food 
preparations, cooked, cured, preserved, or fresh meats, and 
lard, and increased minimum weights on shipments requiring 
exclusive use of a truck by a shipper, proposed to be found 
not shown to be just and reasonable. Applicants requested 
authority, subsequent to hearing in the matter, to cancel the 
proposals as to minimum weights, fresh meats, and lard. The 
examiner said that, though the proposed first class rating on 
cereal foods appeared to be reasonable, the exception method 
of increasing the present fourth and fifth class ratings was 
Wrong, and the proper method for increasing the ratings was to 
make the change in the national motor freight classification, 
as determined by the Commission in Classifications in Middle 
Atlantic States, 42 M. C. C. 716. He recommended discontinu- 
ance of the proceeding without prejudice to the filing of new 
schedules in conformity with his opinion. 




































Steel Drums 


_ I. and S. M-2421, Steel Drums over South Hudson Truck- 
ing Company, Inc. By Examiner Carmine Garofalo. Proposed 
Increased rate on empty iron or steel drums, minimum 10,000 
pounds, between New York, N. Y., and Philadelphia, recom- 
mended to be canceled, and the proceeding to be discontinued. 












in I. C. C. Cases 


Railroad, Water, and Motor Transport 





The examiner said the respondent had not borne the burden 
of proof to show that the changed rate was just and reason- 
able. 


Wheat 


No. 29071, Dixie Portland Flour Co. vs. Chesapeake & Ohio, 
et al. By Examiner Harold M. Brown. Recommends dismissal 
of complaint on a finding that complainant is the proper party 
to pay outstanding undercharges sought to be collected on 
wheat, in carloads, originating at points in western territory, 
stored in transit at Toledo, O., milled in transit at Richmond, 
Va., into flour or feed, and shipped to points in southern ter- 
ritory. The examiner said the undercharges involved a 2%- 
cent extra charge applicable under a tariff authorizing stor- 
age in transit at Toledo when proportional rates applied on 
that part of the inbound movement between Kansas City, Mo., 
to Cincinnati, O., and that originally the 2%-cent charge had 
not been applied through oversight. The examiner said that 
complainant purchased the wheat at prices delivered to Rich- 
mond; that complainant received the benefit of the lowest com- 
bination of rates in accordance with tariff provisions, and that 
therefore it was the proper party to pay the undercharges, 
under the general rule, established in Pittsburgh, C. & C. St. 
L. Ry. Co. vs. Fink, 250 U. S. 577, that, if a consignee accepted 
a shipment, he became liable as a matter of law for the full 
amount of the freight charges. 


Cherries 


No. 29047, Yakima Fruit Growers Association vs. Railway 
Express Agency, Inc., et al. Examiner Leland F. James. Rec- 
ommends dismissal of complaint on a finding that the ap- 
plicable combination rate on a carload shipment in express 
service of fresh cherries, in ,.boxes, from Ahtanum (Yakima), 
Wash., originally consigned to New York, N. Y., but diverted 
in transit to Albany, N. Y., found not shown to have been 
unreasonable or otherwise unlawful. The examiner said the 
shipment, after diversion to Albany, was reconsigned to an 
Erie Railroad pier at New York, N. Y., via the express agency’s 
terminal at Weehawken, N. J. The examiner said that charges 
of $111.89 collected for the movement from Weehawken to the 
Erie pier were applicable, and that a charge of $27.04 for 
that movement, which the complainant contended was ap- 
plicable under a combination rate on shipments moving to 
Weehawken by railroads other than Erie, was not the applicable 
charge because the governing tariff provided that the $27.04 
charge did not apply on shipments moved in express service. 
The examiner said the total charges collected on the movement 
from Yakima to the Erie pier amounted in the aggregate to 
less than an amount for such a movement found reasonable 
by the Commission in Murphy vs. American Railway Express 
Co, 152 1..C. ©. Zor. 


Soap-Impregnated Paper 


No. 29086, Burlington Shippers’ Association et al. vs. Chi- 
cago, Burlington & Quincy Railroad Co. et al. By Examiner 
William A. Disque. Recommends finding not unreasonable or 
unduly prejudicial ratings on soap-impregnated paper between 
all points in all states, except that the carload rating in official 
classification should be found unreasonable and a reasonable 
rating prescribed. The examiner said that the involved article, 
though in paper form, was used primarily as soap; that the 
ratings at present were the same as those on paper—third class 
in less carloads, and, in carloads, fourth class in official ter- 
ritory, sixth class in southern territory, and fifth class in 
western territory; and that the complainants sought a fourth 
class rating generally, on less carloads, anda fifth class rating 
on carloads in official territory, which were the same as present 
ratings on solid soap. Saying that “combined articles” were 
usually rated higher than one or both of their components, 
“in accordance with the principle of Rule 18 of the classifica- 
tion,” the examiner said it appeared that the ratings assailed 
were satisfactory except as to the rating on carloads in offi- 
cial territory. He recommended that the Commission find that 
the carload rating in official territory was unreasonable to the 
extent that it exceeded fifth class. 


Road Contractor’s Equipment 


No. 29072, Aubrey B. Burton, dba A. B. Burton Co. vs. 
Pennsylvania Railroad et al. By Examiner E. L. Glenn. Rec- 
ommends dismissal. Carload minimum rate rules in connection 
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with four shipments of road contractor’s equipment, consisting 
of graders, set up, wheeled or scrapers, tractor-drawn from 
Highland Park, Ia., to Keller, Va., not shown unreasonable. 
The report said complainant objected to a present modification 
of Rule 34 of the Consolidated Freight Classification providing, 
in compliance with the Commission’s service order No. 68, 
issued January 30, 1942, that when carriers furnished cars of 
greater length than ordered, the applicable minimum weight 
therefor was that for the car furnished. The report said 
complainant offered no proof to support its contention that the 
modification had a detrimental effect on the public interest in 
that it encouraged the railroads to supply cars of greater 
length than cars ordered, or that a suggested rule under which, 
when cars of greater length than ordered were furnished, both 
shippers and carriers would be penalized and the penalty would 
inure to the “government or some third party,” would bring 


about better utilization of available equipment than the present 
rule. 


CENTRAL COACH LEASE 


Examiner Thomas J. Patrick, in a proposed report in 
MC F-2338, C. L. Temple—Control; Short Way Lines, Inc.,— 
Lease—Central Coach Lines, Inc., has recommended approval 
of lease by Short Way Lines of Toledo, O., of certain operating 
rights of Central Coach Lines, Inc., of Fort Wayne, Ind., and 
acquisition of control of said operating rights by Mrs. C. L. 
Temple, through the said lease, subject to condition. The con- 
dition was that the applicant should submit a new lease for a 
period expiring two years from the date of the order in the 
proceedings, at a monthly rental aggregating not more than 
10 per cent of the gross revenues derived from all operations 
under the leased rights for the proceeding month, but not less 
than $400 a month. 

The applicants had proposed a lease for seven years, but the 
examiner said that the proposed fixed charges on the buyer 
could be met for the seven years only if admittedly abnormal 
operating conditions continued. He said that prior to expiration 
of the two-year period the parties might submit for the Com- 
mission’s consideration a proposal for renewal of the lease for 
an additional period on terms based on economic and trans- 
portation conditions then obtaining. 

The rights involved were granted Central Coach in 
MC 48289 and MC 48289, Sub. 1, covering common carriage of 
passengers and their baggage, and of express, mail, and news- 
papers in the same vehicles with passengers, between Fort 
Wayne, Ind., and Kalamazoo, Mich., via Kendallville and La- 
grange, Ind., Sturgis, Nottawa, Mendon, and Vicksburg, Mich.; 
between Nottawa and Kalamazoo, via Three Rivers, Mich.; and 
between Battle Creek and Centerville, Mich., via Colon, Burr 
Oak, Sturgis, White Pigeon, Constantine, and Three Rivers, 
serving all intermediate points. 


RED STAR MOTOR COACH RIGHTS 


Examiner Samuel M. Badian, in a proposed report in MC 
C-397, Baltimore & Annapolis Railroad Co. vs. Red Star Motor 
Coaches, Inc., has recommended that the complaint be dismissed 
on a finding that operations by defendant, in interstate or 
foreign commerce, between Annapolis and Baltimore, Md., have 
not been shown to be in violation of the terms of its certificate 
to operate, under the “grandfather” clause, as a common car- 
rier of passengers and their baggage between Salisbury and 
Ocean City, Md., and Philadelphia, Pa., and Baltimore, Md., 
over regular routes, with service at intermediate points. 

The examiner said that complainant, an electric inter- 
urban railroad operating between Baltimore and Annapolis, 
alleged that the defendant had, in transporting passengers be- 
tween Annapolis and Baltimore, violated the following pro- 
vision of its certificate: “Service is authorized to and from 
all intermediate points except between Annapolis and Balti- 
more, Md.” He said that both parties agreed that the certificate 
prohibited service at intermediate points; that the railroad 
took the position that the provision meant that Red Star could 
not serve Annapolis or Baltimore, as well as intermediate 
points; that Red Star took the position it could serve those 
two cities. The examiner said that neither the transcript 
nor the report in the “grandfather” proceeding gave any 
explanation or clue as to the meaning of the language in issue. 
He said, however, that the record showed that Red Star had 
since 1933 accepted passengers at Baltimore and Annapolis for 
transportation between those points as well as to other points. 

The examiner said that, had the Commission intended to 
prohibit Red Star from transporting local interstate passengers 
between Annapolis and Baltimore and to preclude its service 
at intermediate points, it probably would have used more apt 
language in its order. Not only did the particular language 
“except between Annapolis and Baltimore,” closely associated 
with the words “intermediate points,” negative such an intent, 
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_ also it was negatived by the evidence in the record, he 
said. 


IGELSRUD MOTOR PURCHASE 

Examiner W. L. Fulton, in a proposed report in MC F-2240, 
Northwestern Terminal Co.—Purchase—Edwin E. Igelsrud, has 
recommended that the Commission deny the application of 
Northwestern Terminal Co. of Minneapolis, Minn., for authority 
to purchase operating rights and certain property of Edwin Ff, 
Igelsrud, doing business as American Trucking Service, of 
St. Paul, Minn. The examiner said Northwestern had been 
granted “grandfather” authority May 15 as to general com- 
modities, with exceptions, from Minneapolis, Minn., to all 
points in Minnesota, limited to shipments that had received 
an immediately prior haul by rail, among other things. 

The examiner said that, while the record was not as 
satisfactory as would be desirable, he was of the opinion that 
the evidence showed such a relationship between Northwestern, 
the Soo Line, the Duluth, South Shore & Atlantic, and a switch- 
ing railroad, as to warrant the belief that it was affiliated 
with one or more of them. As there was no evidence as to 
how the instant acquisition would enable such railroads to 
use the motor-vehicle service proposed to be acquired to public 
advantage in their operations, the examiner said, it followed 
that the application must be denied. 


GREENE LINE WATER RIGHTS 


By a proposed report in W-438, Greene Line Steamers, 
Inc.—Extension, the Commission’s Bureau of Water Carriers 
and Freight Forwarders has recommended that an amended 
certificate and order be issued to the applicant. It found that 
public convenience and necessity required extension of the ap- 
plicant’s service as a common carrier by self-propelled vessels, 
in interstate or foreign commerce, in the transportation of 
passengers and their automobiles, on special excursions, to 
include points on the Mississippi River between St. Louis, Mo., 
and Minneapolis, Minn., including the latter, and between such 
points on the one hand, and, on the other, points on the water- 
ways authorized in the prior certificate issued September 8, 


1942, on special excursions that begin at, return to, or stop 
at, Cincinnati, O. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effectwe unless exceptions have been filed within the 20-day 
pertod or exceptions have been seasonably jiled by other parties, or 
the order has been stayed or postponed by the Commiesion. State 
in which applicant has home office is shown in “black face” ty née, 
with name of town or city following.) 


New York (Kingston)—-MC 2835, Sub. No. 8, Adirondack 


Transit Lines, Inc., extension. Denial of certificate proposed. 
Passengers and their baggage, newspapers, express and mail, 
between the entrance to Lincoln Tunnel, and Weehawken, N. 
J. Highway 17 and Essex Street, at or near Hackensack, N. J., 
over a specified route. 

lowa (Council Bluffs)—-MC 105013, Mel Tallman, common 
carrier. Certificate proposed. Livestock, feed, building ma- 
terials, agricultural implements, and coal, between Council 
Bluffs, Ia., and points in Iowa within 15 miles of Council Bluffs, 
on the one hand, and Omaha, Neb., on the other, over irregu- 
lar routes. 

Illinois (Chrisman)—-MC 71876, Sub. 1, Findlay O. John- 
son, extension. Denial of certificate proposed. Agricultural fer- 
tilizer and commercial feed, from Indianapolis and New Albany, 
_— to points in Edgar and Clark counties, Ill., over irregular 
routes. 

New York (New York)—MC 12290, Ferdinand Arrigoni, 
dba West Bronx Bus Terminal, broker application. License 
proposed. Passengers and their baggage, between New York, N. 
Y., on the one hand, and points in the United States, on the 
other. 

Indiana (Indianapolis)—-MC 23024, Sub. 4, William S. and 
Fay O. Ellis, dba Ellis Trucking Co., extension. Certificate 
proposed. General commodities, with exceptions, between Mar- 
ion, Indianapolis, Vincennes, and Evansville, Ind., and points 
north of Marion and south of Evansville, in connection with ap- 
plicants’ present routes, over regular routes. 

lowa (Underwood)—MC 102339, Sub. .1, Vern Bertelsen, 
common carrier. Certificate proposed. Livestock, feed, building 
materials, agricultural implements, and agricultural commod- 
ities, between Underwood, Ia., and points in Iowa within 19 
miles of Underwood, on the one hand, and Omaha, Neb., on the 
other, over irregular routes. 

Kansas (Mound City)—MC 13584, Sub. 2, Harold W. Car- 
bon, dba Mound City Truck Line, extension. Denial of cer- 
tificate proposed for want of prosecution. Feed, agricultura! 
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implements and parts, farm machinery and parts, building ma- 
terial, fencing material and twine, between Mound City and 
Kansas City, Mo., serving Kansas City, Kans., and North 
Kansas City, Mo., over a regular route, and all points within 
12 miles of Mound City. , 

Kansas (Wichita)—MC 30605, Sub. 46, Santa Fe Trail 
Transportation Co., extension. Certificate proposed. General 
commodities, with exceptions, between Bonner Springs, Kans., 
and junction Kansas Highway 7 and U. S. Highway 40, over 
Kansas Highway 7, serving no intermediate points. ’ 

Kansas (Muncie)—MC 43623, Sub. 1, John D. De Fries, 
extension. Denial of certificate proposed. Asphalt mix, liquid 
asphalt, and road oils, from Kansas City and Sugar Creek, Mo., 
to points in Kansas within 200 miles of Kansas City and Sugar 
Creek, over irregular routes. 

Missouri (Kansas City) —-MC 103741, Sub. 3, G. W. Frogge, 
dba G. W. Frogge Transport Co., contract carrier. Denial of 
permit proposed. Petroleum products, in bulk, in tank trucks, 
from Kansas City, Kans., and the Fairfax industrial district, 
adjacent to Kansas City, Kans., to specified points in Missouri, 
over irregular routes. ; 

California (Long Beach)—Barney Garelick and Sadie 
Garelick, dba New York-Los Angeles Freightways, common 
carrier. Denial of certificate proposed. General commodities, 
with exceptions, between points in Los Angeles county, Calif., 
on the one hand, and, on the other, New York, N. Y., and 
points in the New York commercial zone, over a specified route, 
serving no intermediate points. 

Massachusetts (Waltham)—MC 104926, W. J. Donlan Con- 
tracting Co., common carrier. Denial of certificate proposed. 
Scrap metal, between Boston, Mass., and points within 10 miles 
of Boston, on the one hand, and Manchester, N. H., and Provi- 
dence and Phillipsdale, R. IL, on the other, over irregular 
routes. 

New York (New York)—MC 28377, Sub. 1, Lester M. Mc- 
Kenna, dba Eagle Trucking Co., extension. Certificate pro- 
posed. Laundry and dry cleaning machinery and parts, and 
used machinery incidental to the operation and use of laundry 
and dry cleaning machinery, between points in New Jersey, 
Fairfield county, Conn., and those in New York on and east 
of N. Y. Highway 14 extending from the Pa.-N. Y. state line 
to Geneva, N. Y., and on and south of N. Y. Highway 5 from 
Geneva to Albany, thence on and south of U. S. Highway 20 
from Albany to the N. Y.-Mass. state line, over irregular routes, 
provided, however, that applicant surrender the certificate 
held in MC 28377. 


Texas (Corpus Christi)—-MC 53515, Highway Transporta- 
tion Co., common carrier, including MC 53515, Sub. 1, Same, 
registration application, and MC C-384, Same, motor carrier 
operations in Texas. Certificate proposed in MC 53515, and 
applicant’s operations found to come within the second proviso 
of section 206(a) of the act in MC 53515, Sub. 1, and MC 
C-384. Passengers and their baggage, and express, mail and 
newspapers in the same vehicle with passengers, between (1) 
Corpus Christi and Victoria, Tex., via Gregory and Port Lavaca, 
Tex., over U. S. Highway 77, Texas Highway 35 and U. S. 
Highway 87, with alternate route between Tivoli and Victoria, 
Tex., via Inari, Tex.; (2) Corpus Christi and Three Rivers, 
Tex., via Oakville, Tex., over Texas Highway 9 and county 
road, and (3) George West, Tex., and junction U. S. Highway 
281 and Texas Highway 202, serving all intermediate points. 
Applicant’s operations being solely within one state, entitled 
to register with Commission the certificate issued by the Texas 
Railroad Commission. 

Idaho (Twin Falls)—-MC 104612, C. R. Shipman and W. G. 
Shipman, dba Shipman Bros. Transfer Co., common carrier. 
Denial of certificate proposed. Household goods, between points 
in Wash., Ore., Ida., Utah, Colo., Nev., and Calif., over irregular 
routes. 

District of Columbia (Washington)—-MC 104296, Sub. 2, 
Anchorage Transportation, Inc., common carrier. Certificate 
proposed. Passengers and their baggage, and express and 
newspapers in the same vehicle with passengers, between Wash- 
ington, D. C., and Solomons, Md., over a specified route, serv- 
Ing intermediate points. 

North Carolina (Winston-Salem)—-MC 103343, James K. 
Glenn, Louise G. Glenn, Corinna J. Bennett, Vera E. Bennett, 
and Elizabeth A. Glenn, dba Quality Oil Transport, common 
carrier. Petroleum and petroleum products, from Friendship, 
N. C., and points within 15 miles thereof to points in Virginia, 
with refused or rejected shipments of the same commodities 
on return, over irregular routes. 

_ Pennsylvania (Pittsburgh)—-MC 69745, Penn-N. Y. Truck 
Lines, Inc., common carrier. On further hearing, findings in 
prior reports modified, and applicant found entitled to continue 
operations as a common carrier of general commodities, with 
exceptions, between Syracuse, N. Y., and Pittsburgh, Pa., and 
Points within 25 miles of Pittsburgh, over a regular route and 
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irregular routes, with service at all intermediate points on 
regular route and off-route point of Johnstown, Pa. As to 
application to operate over route through Meadville, Pa., and 
Buffalo and Rochester, N. Y., and over two alternate routes, 
denial proposed. 

Kentucky (Louisville)—Silver Fleet Motor Express, Inc., 
extension. Certificate proposed. General commodities, with 
exceptions, over three specified alternate routes in Indiana, in 
connection with operations between numerous points in IIL, 
Ind., Ky., Tenn., Ala., O., and Va. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2446, the Commission suspended from 
July 15 until February 15 the operation of certain schedules 
published in supplement No. 4 to tariff MF-I. C. C. No. A-150, 
of the Middle Atlantic States Motor Carrier Conference, Wash- 
ington, D. C. The suspended schedules proposed to establish 
increased class rates from Baltimore, Md., and points grouped 
therewith, to points in Virginia east of Chesapeake Bay and 
in the reverse direction, and to cancel less-than-truckload com- 
modity rates, resulting in increases on fresh fruits and vege- 
tables from points in Delaware and Eastern Maryland, to 
points in Trunk Line Territory. 

In I. and S. No. 5312, the Commission suspended from 
July 15 until February 15 the operation of certain schedules 
as published in supplements Nos. 10 and 11 to Agent J. R. 
Peel’s tariff I. C. C. No. 3609 and MF-I. C. C. No. 81. The 
suspended schedules propose to cancel the rule providing for 
the shipment of mixed carloads of paper shopping bags with 
wrapping paper and paper bags, from points in northern, 
southern and western trunk-line territories to destinations in 
Arkansas, Missouri and Oklahoma. 

In I. and S. 5313, the Commission suspended from July 20 
until February 20 the operation of certain schedules as pub- 
lished on 4th revised page 49 to Agent C. R. Lonergan’s tariff 
I. C. C. No. 1 and MF-I. C. C. No. 2. The suspended schedules 
propose to change the penalty charge on freight loaded in cars 
exceeding 50 feet 6 inches in length, outside measurement, in 
connection with car ferry movements over the Puget Sound 
Navigation Co. 

In I. and S. M-2447, the Commission suspended from July 20 
until February 20 the operation of certain schedules pub- 
lished in tariff MF-I. C. C. No. 5 of Kist Truck Lines, Inc., 
Chicago, Ill. The suspended schedules propose to establish re- 
duced rates on canned goods and groceries from points in Illi- 
nois to Esterville, Ia. 


Southwestern Motor Increase 


The Price Administrator, on his own behalf and on behalf 
of the Economic Stabilization Director, has protested a proposed 
general increase of 8 per cent in the present rates and charges 
between all points named in the following tariffs: 


Supplement No. 3 to Southwestern Motor Tariff Bureau, MF I. C. C. 
No. 31; supplement No. 3 to the bureau’s MF I. C. C. No. 32; supple- 
ment No. 4 to the bureau’s MF I. C. C. No. 33; supplement No. 1 to 
the bureau’s MF I. C. C. No. 36; supplement No. 1 to the bureau’s MF 
I. C. C. No. 37; and supplement No. 1 to the bureau’s MF I. C. C. No. 
38, all published to become effective August 1. 


Commenting on the proposals, the Administrator said: 


This horizontal increase apparently stems from a recent decision of 
the Railroad Commission of the State of California in its decision No. 
37055 of May 17, 1944. In that decision, the Southern California Freight 
Lines, its affiliate Southern California Freight Forwarder, and the 
Pacific Freight Line, and its affiliate Pacific Freight Lines Express 
were granted an increase of 8 per cent in their intrastate rates, while 
the Valley Motor Lines, Inc., including Valley Express Co., was granted 
a 4 per cent increase. 


The Administrator said the California commission had 
treated each of the three pairs of affiliated carriers separately 
and had determined that the increases were necessary. Appli- 
cant carriers, he said, had sought an increase of 12% per cent. 
He said the commission had stated that there was nothing in the 
record or in its decision that might be viewed as “being deter- 
minative to justfy a rate increase at a future date by any other 
carrier, whether in California or elsewhere.” The proposed in- 
crease, the Administrator said, would apply in connection with 
all participating carriers, of which he said there were approxi- 
mately 150 named in the aforementioned tariffs, and would 
apply on joint line movements as well as local traffic via each 
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carrier. He said the respondent carriers’ justification of the pro- 
posal was based on the California decision. 

He pointed out that the California decision had been re- 
stricted, and reviewed the decisions of the Commission in grant- 
ing 4 per cent increases in I. and S. M-2222, Increased Common 
_Carrier Truck Rates in East, 42 M. C. C. 633, and in I. and S. 
M-2247, Increased Common Carrier Truck Rates in New Eng- 
land, 43 M. C. C., 13. He referred also to subsequent increases 
of 4 per cent permitted by the Commission in southern and 
central territories. 

“Petitioner’s main concern is that no increased rates be 
granted where need is not shown and that increases granted be 
only such as are required by applicable law as conditioned by 
the Act of October 2, 1942, and Executive Orders 9250 and 9328 
issued pursuant thereto,” the Administrator said. 


Motor Minima Restrictions 


The Price Administrator, on his own behalf and on behalf 
of the Economic Stabilization Director, has asked the Commis- 
sion to suspend “the increased tariff provisions published in 
supplement No. 26 to MF-I. C. C. No. A-102, issued by Middle 
Atlantic States Motor Carrier Conference, Inc.,’” filed to become 
effective July 24. Specific objection was made to the following 
items by the Administrator, who said that the conference, on 
behalf of carriers parties to the protested schedule, proposed 
increases in minimum rates and minimum class restrictions: 


Item 50-G, Arrow Carrier Corporation proposes class 3 as a mini- 
mum rate stop on traffic handled jointly with Hudson Motor Freight 
Service, Inc., to and from certain points in Pennsylvania. 

Item 105-A, Berman’s Motor Express proposes class 45 as a mini- 
mum class rate on truckload shipments transported by it. 

Item 495-B, Harrison Motor Freight proposes increasing its mini- 
mum class rate stop to class 40 on truckload traffic and on certain 
commodities. 

Item 590-A, Henry Jenkins Transportation Co., Inc., proposes class 
2 on less-than-truckload traffic when moving via this carrier in connec- 
tion with other carriers. 

Item 963, New Jersey Forwarding Co., proposes class 3 as a mini- 
mum class rate applicable on truckload shipments when moved in local 
service via this carrier. 

Items 1107, 1475-D, 3030-C, 3045-D, 3203, 3278, 3405-E and 3466 of the 


protested schedule contains similar minimum rate stops and increases 
in minimum rates. 


“Minimum class rate restrictions nullify classification prin- 
ciples in that they would establish increased ratings for traffic 
which is normally rated lower, because of transportation char- 
acteristics, than the minimum class rate stop proposed,” said the 
Administrator. ‘In view of the numerous decisions of the Com- 
mission concerning minimum rate stops, it appears that the pro- 
posed stops are unjust and unreasonable per se... .” 


Motor Restrictions Inquiry 


Following protests by the Price Administrator against the 
provisions of certain Middle Atlantic States Motor Carrier Con- 
ference, Inc., and Southern Motor Carriers’ Rate Conference 
tariffs, proposing to eliminate the participation of motor car- 
riers in joint rates and over through routes in connection with 
other participating carriers, the Commission has suspended 
the involved tariffs (see Traffic World, June 24, p. 1693, and 
July 1, p. 71), as follows: 


In I. and S. M-2440, the Commission suspended from July 15 until 
February 15 the operation of certain schedules as published in supple- 
ment No. 33 to MF-I. C. C. No. A-97, and others, of the Middle Atlantic 
States Motor Carrier Conference, Inc., agent, Washington, D. C. The 
suspended schedules propose to restrict truckload commodity rates, ap- 
plicable between points in Mid-Atlantic territory, so as to not apply on 
local or joint hauls over Apex Express, Inc., or on joint hauls in con- 
nection with the Lancaster Transportation Company, Inc., such restric- 
tions resulting generally in the application of higher class rates. 

In I. and S. M-2441, the Commission suspended from July 15 and 
later until February 15 the operation of certain schedules published in 
supplement 41 to joint tariff MF-I. C. C. No. 282, and others, of South- 
ern Motor Carriers Rate Conference, agent, Atlanta, Ga. The suspended 
schedules propose to cancel through routes, joint rates and interchange 
arrangements on traffic to, from and within the south over Frederickson 
Motor Express Corporation when that line is not the originating or 
delivering carrier. 

In I. and S. M-2442, the Commission suspended from July 15 until 
February 15 the operation of certain schedules published in supplements 
43, 44 and 46 to joint tariff MF-I. C. C. No. 282 of Southern Motor Car- 
riers Rate Conference, agent, Atlanta, Ga. The suspended schedules 
propose to cancel the participation of Falwell Fast Freight, Inc., in 
rates on textile products between points in the south and points in the 
east. 


In I. and S. M-2443, the Commission suspended from July 15 until 
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February 15 the operation of certain schedules published in supple. 
ment No. 33 to tariff MF-I. C. C. No. A-97 of Middle Atlantic States 
Motor Carrier Conference, Inc., agent, Washington, D. C. The sys. 
pended schedules propose to increase truckload commodity rate: on 
paperboard and paperboard or pulpboard boxes, from Thomson and Vie. 
tory Mills, N. Y., to points in the metropolitan area of New York, anq 


to cancel stopping in transit arrangements without additional charges 
applicable in connection therewith. 


In I. and S. M-2444, the Commission suspended from July 15 untij 
February 15 the operation of certain schedules published in supplement 
No. 34 to tariff MF-I. C. C. No. A-101 of Middle Atlantic States Motor 
Carrier Conference, Inc., agent, Washington, D. C. The suspended 
schedules propose to restrict joint rates on cigars, cigarettes, snuff or 
manufactured tobacco, between Middle Atlantic territory and pvints 
in Connecticut, Massachusetts and Rhode Island, so that they wil! not 
apply over M. & M. Transportation Company. 

In I. and S. M-2445, the Commission suspended from July 15 intil 
February 15 the operation of certain schedules published in supplement 
No. 50 to tariff MF-I. C. C. No. A-106 of Middle Atlantic States Motor 
Carrier Conference, Inc., agent, Washington, D. C. The suspended 
schedules propose to cancel a classification exception rating of sixth 
class, truckloads, on dry earth paint ond certain dry earth pigments, 
between points in Middle Atlantic territory, permitting the normal 
classification of fifth class to apply. , 


I. and S. M-2440 was assigned for hearing before Examiner 
Bruce Card, September 7, at Washington. 

I. and S. M-2441 and I. and S. M-2442 were assigned for 
hearing before Examiner Richard Yardley, July 27, at the 
Charlotte Hotel, Charlotte, N. C. 

I. and S. M-2443 was assigned for hearing before Examiner 
C. Evans Brooks, at the St. George Hotel, Brooklyn, N. Y. 

I. and S. M-2444 and I. and S. M-2445 were assigned for 
hearing before Examiner Harold W. Angle, September 6 and 8, 
respectively, at Washington. 


Multiple Carloading Rule 


The railroads, parties to the Consolidated Freight Classi- 
fication, have filed with the Commission a reply to the petition 
of the Indiana State Chamber of Commerce for reconsideration 
and oral argument in I. and S. No. 5268, Rule 33—Multiple 
Loading, involving the rule on multiple loading proposed by 
the railroads and a modification of the rule proposed by the 
Commission (see Traffic World, July 15, p. 131). 

The railroads said that the Indiana petition revealed a 
refusal to read all the provisions of general order O. D. T. 
18-A which, they said, had characterized the arguments of 
protestants throughout the proceeding. Quoting the petition to 
the effect that the O. D. T. had specifically refrained from 
indicating by whom the responsibilities should be assumed or 
upon whom it should be placed, the railroads said the state- 
ment was erroneous and quoted the order as follows: 


. . . Each such consignment of carload freight shall be considered 
and treated for the purpose of applying rates and charges and rendering 
transportation services as if it were shipped in a separate car... . 


The railroads said that when a consignor loaded a ship- 
ment in a separate car, as the phrase was used in the order 
quoted, he was required by well settled rules of law to “load 
the car in such manner that no restowing or rebracing of 
freight is necessary” by the railroad. 


After referring to other points in the Indiana petition, the 
railroads said that Rule 33 as suggested in the report could 
not be adequately understood without due consideration of the 
history of O. D. T. 18, revised, effective November 1, 1942, and 
18-A, which succeeded the earlier order on November 1, 1943. 


That history, they said, fully justified the text of Rule 33 sug- 
gested in the report. 


The railroads said the petition of the Indiana chamber as 


well as that of the Evaporated Milk Association should be 
denied. 


MOTOR TRANSPORT FOR MEAT PACKERS 


Rail carriers in Official Territory have asked the Commis- 
sion to deny the request of the American Meat Institute to 
assign for hearing its petition that the Commission modify 
permits issued to motor contract carriers engaged in the trans- 
portation of packing house products so as to make uniform for 
the period of the emergency the description of those commodi- 
ties (see Traffic World, March 18, p. 715). The rail carriers 
said the institute would not be in a position to establish prooi 
of any of its allegations by merely presenting testimony of its 
members. They said the only way outstanding permits of the 
carriers involved could be modified would be for the Commis- 
sion to hold a hearing in connection. with every permit issued 


to such carriers, and that the carriers were the proper parties 
to file such petitions. 
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July 22, 1944 


Southern Grain Argument 


Commission Hears Many and Diverse Views on Examiner 
Weaver's Proposals for Use of One-Factor 
Rates, Mileage Scale 


In argument before the Commission in support of the 
respondents in No. 17000, Rate Structure Investigation, Part 
7-A, Grain and Grain Products to and within Southern Terri- 
tory, and I. and S. No. 4208, Grain to, from and between 
Southern Territory, and consolidated proceedings, Freeman 
Bradford, representing the Indianapolis Board of Trade and 
other boards of trade, chambers of commerce, markets, millers, 
and manufacturers, said the statement by Commissioner John- 
son, attached to the proposed report of Examiner Weaver in 
those proceedings, had shown that the parties had not had an 
opportunity to discuss the system of one factor interterritorial 
rates on a common level proposed by the examiner. Previously, 
beginning July 12, the rail respondents, and other interests 
supporting them, had argued that the present adjustment 
should be continued, and that the 25 proposed findings of 
Examiner Weaver, involving the one factor rate system, de- 
parted radically from an earlier proposed report of Examiners, 
Mackley and Hall although, they said there had been no evi- 
dence at the further hearing to warrant the changed proposals 
(see Traffic World, July 15). 

Mr. Bradford stressed the advantages of the rate-break 
system of rates for the grain trade, saying, among other things, 
that proportional rates placed the carriers between common 
points on a parity; made it easy to equalize rates; stabilized 
the rate structure; allowed shippers in a given market to com- 
pete on even terms; and provided a firm basis for determining 
values. He said that none of the people he represented wanted 
the one factor system of rates, because, he said, “the minute 
you have it you have varying balances” on every one of the 
markets. He said all of the large markets which, under the 
rate-break system, had become price-making markets, would 
cease to be so under the examiner’s proposal. He asked the 
Commission to reject Examiner Weaver’s report, saying he did 
not think it was based on evidence, and that it was not work- 
able. He asked the Commission to decide the case on the rec- 
ord as made up to the time of oral argument following the pro- 
posed report of Examiners Mackley and Hall, and to take that 
report as a basis for a decision in this case, with the modifica- 
tions mentioned by Mr. McCollester. 


Louisville and Toledo 


J. P. Haynes, speaking for the Louisville Board of Trade, 
said that, regardless of the earnest efforts of Examiner Weaver, 
those he represented were interested in seing the Commission 
reaffirm the fundamental principles of the grain rate adjust- 
ment. He said that Louisville and other Ohio river crossings 
were grain markets long before the Missouri markets, and that 
this was the first time any one had proposed that Louisville be 
eliminated as a price-fixing market. He said the report dealt 
with the Ohio river markets, especially with Louisville, from 
an academic rather than from a practical viewpoint. In answer 
to a question from the bench, Mr. Haynes said Louisville was 
not as “big a factor” in the price of grain as in the price of its 
products. He said that “we owe a great debt of gratitude to 
the southern carriers in seeing that the Ohio River crossings 
were equalized as the western grain industry developed.” He 
said that, if the proportional rates from Louisville to the south- 
east were eliminated, the Commission would do violence, not 
only to the past, but to many industries that had built their 
businesses on those rates. He said that 50 per cent of the 
wheat moving into Louisville moved from western markets and 
that the grain interests there enjoyed transit on the reshipping 
rates. Therefore, he said, the factor there was known and did 
not relate to numerous balances such as would be applicable 
under the mileage scale of the examiner. 

John A. Forshey, for the Toledo Board of Trade, said 
Toledo had offered only a small amount of testimony, and that 
the Toledo interests were not greatly interested until they 
received Examiner Weaver’s report. Under questions from the 
bench, Mr. Forshey said he was asking for further hearing. 
He said that, if the Commission adopted the proposed mileage 
scale from the west to the south, it would take away from 
northern Ohio territory the right to continue “our southern 
business.” He asked that the report of Examiners Mackley and 
Hall be adopted by the Commission and, following that, that 
Toledo be given an opportunity to present whatever evidence 
it had to show the damage that would occur to its interests 
under the one factor mileage rates. 


Kansas and Omaha 


Speaking for Kansas Milling Co., and other interests in the 
south-central section of Kansas, E. E. Kohlwes said the Com- 
mission should enter a mandatory order requiring the applica- 
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tion of rates from Oklahoma origins to Memphis and the Mis- 
sissippi Valley, the southeast, and the Carolinas, also to Ar- 
kansas and Louisiana, via any route presently in effect, or to 
be established, operating through a described area of southern 
Kansas, and that rates from such Kansas origins should not 
exceed any blanket origin group rate that might be prescribed 
or published from Oklahoma. He said that there had been a 
discrimination in the rates against the southern Kansas points 
until the Commission’s decision in the western grain case, 205 
I. C. C. 301, when they had been made the same as from the 
main Oklahoma group; but that in the Commission’s supple- 
mental report in that case, 215 I. C. C. 111, the Commission had 
modified its finding and reduced the Oklahoma to Memphis 
rate two cents a 100 pounds, “thereby reestablishing discrimi- 
nation over southern Kansas through which the lower rates 
from Oklahoma applied.” He said that the origin and destina- 
tion group relations should be given more attention than gate- 
way equalization. 

J. A. Kuhn, for the Omaha Grain Exchange, offered figures 
to contradict what he said was the contention of the Kansas 
City interests that the Commission, in 1903, had established 
proportional rates from Omaha which had made the combina- 
tions on that market less than the rates theretofore prevailing, 
and less than the corresponding combinations on Kansas City, 
and that the Kansas City trade had thereupon gone into a de- 
cline from which it had never recovered. He said that, in 1904, 
Kansas City had received 58,850,900 bushels of wheat, and that, 
in 1943, it had received 186,234,550 bushels, the largest in its 
history and more than three times that of 1904. Omaha, he 
said, had always been a thorn in the flesh of the Kansas mar- 
kets. He said that receipts at Kansas City, on a ten-year aver- 
age, had been 19,626,900 bushels, while those at Omaha for the 
same period had averaged 14,973,038. 

J. S. Brown, speaking for the Board of Trade of Chicago, 
said he was opposed to Examiner Weaver’s report, substituting 
through mileage scales in place of the rate-break system. He 
said that Chicago was not a large shipper to the southeast. 
After discussing the proposals made by Kansas City, as sum- 
marized in the examiner’s report, and what he said was the 
desire of Minneapolis, he chose Ft. Dodge, Ia., as an illustra- 
tion of what would happen under the examiner’s proposals. 
He said that from Ft. Dodge to Atlanta, the rates was 23 cents 
to St. Louis, and 35 cents to Atlanta, making a total of 58 cents 
for about 1,015 miles. The examiner, he said, proposed to re- 
duce that rate to 48 cents, and Mr. Brown asked how much of 
that rate reduction the producer would get. 

Representing the Memphis Merchants Exchange, J. B. Mc- 
Ginnis said he was “dead against” the Weaver report. He said 
Memphis had no objection to the existing basis. He said that 
under the proposed mileage scale in Examiner Weaver’s report, 
“no man in the south would know his rate.” He said no one 
had any conception of the chaos that would exist if the mileage 
scale went into effect. As illustrative, he said that Birmingham 
and Chattanooga were 143 miles apart and that they had a 
common rate, equalized from Oklahoma and Texas. Under the 
mileage scale, he said, Chattanooga would be made 4 cents 
higher than Birmingham. He sited also the equalization of 
Charleston, S. C., Savannah, Ga., and Jacksonville, Florida, 
and asked why that that equalization should be disturbed. 


Ex-Barge Grain 


The scheduled appearances for argument were interrupted 
to permit Erle J. Zoll, Jr., for the southern carriers, and N. D. 
Belnap, for Inland Waterways Corporation, operating the Fed- 
eral Barge Lines, to discuss the effect of section 3(4) of the 
act in connection with proportional rates on ex-barge grain, 
Commissioner Alldredge, earlier in the hearing, having ad- 
dressed questions to counsel as to the effect of that provision 
of the act, it having been pointed out that section 3(4) had 
been placed in the act since the original hearings in the instant 
proceedings. 

Mr. Zoll, directing his remarks to the lawfulness of the 
restriction of the rail proportionals from Ohio and Mississippi 
River points to the south insofar as that section of the act was 
concerned, pointed out that part III of the act had also been 
added since the previous argument. He said that, on this record, 
the Commission must find that, as a matter of law, a mere dif- 
ference in rates on ex-barge grain as compared with ex-rail 
grain did not automatically violate any provision of the act, in- 
cluding section 3(4). He said he thought the Commission might 
find, in a proper proceeding, that it might prescribe proportional 
rates on ex-barge grain under section 6(11) (b). He said the 
question could not be intelligently dealt with without consider- 
ing the decisions of the Commission and of the Supreme Court 
in the Official Territory ex-barge case, all of which, he said, 
had been rendered after the 1940 amendment to section 3. He 
said that, if the Commission was to hold that, under section 3(4) 
the same rates had to be applied to ex-barge as to ex-rail grain, 
or there would be unlawful discrimination, it would be declaring 
a principle contradicted by other provisions of the act. Section 
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6(11) (b), he said, provided that there could be different rail 
rates to and from ports on rail-water traffic than on all-rail 
traffic. Such a principal was also contradicted by section 307(d), 
he said, authorizing differentials between all-rail and water-rail 
rates. 

As his third point, Mr. Zoll said that the rail proportionals 
were balances of through rates, made not with respect to them- 
selves alone, but to equalize the through charges via the all-rail 
routes. They bore no single and direct relation to the haul from 
the port, he said, and that to tack such rates on water-rail 
traffic that would have no particular relation to the water-rail 
haul, the Commission would be fixing through water-rail rates 
without giving any consideration whatever to factors it had 
always said were of importance in properly rating water-rail 
traffic. In prescribing water-rail rates, he said, the Commission 
had to consider the ratio of water haul to total haul; the degree 
of circuity of water-rail route; operating conditions; and the 
general level of rail rates. 

Mr. Belnap said that, in 1936, the carriers had proposed a 
26-cent proportional rate from Memphis to Atlanta, restricted 
to ex-rail traffic, and a 33-cent local rate made available for the 
movement of ex-barge traffic. He said that, prior to 1940, the 
Commission had construed the connecting lines to be protected 
against discrimination because barge rates were not subject to 
regulation under the act, and were not on file with the Commis- 
sion. He traced briefly the legislative history of section 3(4) and 
said that there was now the clear-cut definition that connecting 
lines were to be protected against discrimination, including com- 
mon carriers by water subject to part III of the act. He said the 
question was whether the Commission could approve a 28-cent 
rate on ex-rail traffic, and a 35-cent rate on ex-barge traffic (the 
rates previously mentioned having been increased) without “run- 
ning afoul of the prohibition in section 3(4),” and without being 
inconsistent with the national transportation policy which, he 
said, was that the law, and every one of its provisions, should 
be administered so as to recognize and preserve the inherent 
advantages of all of the different methods of transportation. 

The Federal Barge Line argued that the spread in the rate 
tended to limit the traffic it would be able to carry, he said. He 
pointed to a 15%-cent advantage in the barge rate over the rail 
rate from Peoria, Ill., to Memphis. He said the barge rate in- 
cluded a 4 per cent return to Federal Barge, after certain addi- 
tions had been made to its costs, as if the line was in private 
operation. He said that, when the statute declared that there 
should be no discrimination in rates or charges between con- 
necting lines, it could only mean that no difference or distinc- 
tion should be made that would force the public to employ one 
operator to the exclusion of another, or deprive one carrier of 
the election of the people, and thus create a monopoly in favor 
of another carrier. He cited the Rosenbaum case, 22 I. C. C. 62, 
as one in which the Commission had held that a restriction by 
the railroads on grain from Omaha through Chicago, because 
the Omaha to Louisville rate did not apply via Chicago, consti- 
tuted a discrimination under all sections of the act and operated 
against connecting lines, together with other cases. He said the 
difficulty with the argument that the Commission had changed 
its view was that neither in the opinion of division 2, nor in the 
opinion of the entire Commission in the ex-barge case, was there 
any indication that the case had been decided in the light of 
amended paragraph 4 of section 3. In fact, he said, the text of 
the Commission’s opinion showed that it had treated the case as 
if that section was not applicable to it, and pointed out that the 
case had been heard before the act was amended, although both 
decisions came after the amendment. 


He said that all Federal asked was that the saving in trans- 
portation up to Memphis be not offset by the proportional rate 
beyond that point. He said Mr. Zoll and Mr. Cole argued that 
the whole thing must be dealt with on the basis of a reasonable 
through rate, but pointed out that the Commission had said that 
rates might be within the zone of reasonableness, but yet be 
discriminatory. If there was anything wrong with the water 
rate, he said, the Commission should deal with it and had power 
to do so, but that it was the “wrong way to go about it to say 
that because you make so much saving in the rate up to Mem- 
phis against the corresponding rail haul, we will put a penalty 
against you over the southern Illinois.” The southern roads, 
he said, should be compelled to extend the proportional to any 
connecting line that brought grain from the same origin terri- 
tory. He said, in conclusion, that if Examiner Weaver's report 
was adopted, his argument “goes oyt the window,” and that it 
was only where there were published proportional rates there 
were complaints. 


Northwest Interests 


Argument for interests opposing the carriers wholly or in 
part was opened by John H. Carkin, for the Oregon and Wash- 
ington Commission, followed by J. G. Bruce for the Idaho com- 
mission and the Idaho State Grange, and R. D. Lytle, for the 
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North Pacific Millers’ Association. Mr. Carkin said it was de- 
sired to keep the Pacific northwest origin group as now con- 
stituted because farmers and millers were adjusted to it; be- 
cause there was doubt of the wisdom of extending a group 
already some 400 miles in width; that so large a group as sug- 
gested by the examiner might lead to later subdivision; and that 
it was believed that southern Idaho was entitled to lower rates 
than the Northwestern group and should not be included in it. 
As to the rate-break system, he said he wondered if many peo- 
ple realized how heartening the proposed report had been to the 
Pacific northwest, and referred to the “iniquities of the rate- 
break system.” He argued that transcontinental rates should 
not be based on the rate-break system. Referring to the ques- 
tion of whether the one factor or through-overhead rates should 
be determined according to the examiner’s distance scale from 
Missoula, he said it was their position that the former groupings 
now in effect westbound should be restored eastbound both as to 
origin and destination groups. He said any changeover from the 
present dual system of multiple proportional rates and through 
overhead rates with transit would produce sufficient dislocation 
without complicating matters by going to a mileage scale, at 
least at the present. 


Mr. Bruce said he would deal only with southern Idaho. He 
said the rate-break system did not carry out the principles the 
Commission had established years ago, recognizing the fact that 
any traffic that traveled over a great many miles was entitled 
to a lower ton-mile and car-mile level. He said when traffic had 
traveled 1,900 miles, due to the volume of it there should be a 
lesser proportional rate for the longer distances than for the 
shorter distances. He said the Commission should apply pro- 
portional rates from Gulf and south Atlantic ports to the interior 
of the south, and should adopt the examiner’s circuity recom- 
mendation. 

Mr. Lytle said the millers he represented were asking for 
overhead through rates from the Pacific northwest to the 
southwest based on car-mile earnings instead of the multiple 
factor rates now in effect. He argued that the multiple factor 
rates were unlawful, and especially so in connection with the 
transcontinental rates. He said the millers wanted proportional 
rates from the Gulf and south Atlantic ports to the interior 
destinations in the southeast in connection with shipments by 
common carriers by water through the Panama Canal, and 
that they wanted transit on those rates, such as was enjoyed 
by shippers at Ohio and Mississippi River crossings. He said 
the present system of multiple factor rates, established in 
spite of the request by the carriers that transcontinental rates 
be left to their discretion, had increased the rate to Memphis 
by 12 cents a 100 pounds. He said the millers of the Pacific 
northwest were anxious to have the rail rates because the 
southeast took a great deal of the wheat from the northwest. 


Southern Ports 


T. C. Maurer, representing the complainants in No. 27448, 
Wilmington, N. C., Charleston, S. C., Savannah, Ga., Jackson- 
ville, Fla., said he appeared for them, and for the chamber 
of commerce and the grain committee of Jacksonville. He 
said he appeared in support of Examiner Weaver’s proposed 
proposal that rates on grain and grain products be made on 
the basis of single factor rates. He said the complainants 
he represented had filed no exceptions to the report because 
there was nothing to except to, and that under the scale of rates 
proposed by the examiner, the complaint was satisfied. He 
said the most important thing about the examiner’s proposed 
scale was that it provided the same level of rates, mile for 
mile, whether the freight moved from south Atlantic or Ohio 
River markets, or from some point beyond. The examiner’s 
report, said he, brought order out of considerable chaos, and 
that “we ask the Commission to adopt that scale for future 
application.” 

Lewis Petteway, appeared on behalf of the state of Florida, 
and of Florida shippers, traffic associations, and chambers of 
commerce, which had filed a reply to the southern roads’ 
exception taking issue with the examiner’s proposal that rates 
to the Florida peninsula should be on the same level as those 
to other points in the southeast. He said he supported the 
examiner’s recommendation, and opposed the prescription of 
any arbitraties on grain or grain products moving to or from 
the peninsula. He said the roads had not refuted the ex- 
aminer’s proposal, but wanted the Florida arbitraries to be- 
come a presumption for all future cases. He said they forgot 
that this was a suspension proceeding, and that the burden 
of the evidence in support of the rates they proposed was on 
the roads. 

E. H. Thornton, speaking for the New Orleans Joint Traffic 
Bureau, said that New Orleans was asking the. Commission 
to restore the rates prescribed in the western grain cases, 
205 I. C. C. 301. New Orleans, he said, wanted the oppor- 
tunity to transit grain at the same rate level; mile for mile, as 
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competitors at the river crossings transiting grain to the same 
desiinations. He offered the Commission an exhibit of eleven 
pages illustrating the effect of the Commission’s decision in 
placing New Orleans in Louisiana group 4, and the manner 
in which the examiner’s report would correct rate inequalities 
complained of. Among other things, he pointed out that the 
exhibit showed that the examiner’s appendix C scale, if applied 
to Memphis and Louisiana group 4, would reduce the present 
differentials to Louisiana group 4 over Memphis by 5.1 cents 
from north Texas, 4 cents from Oklahoma, 3.7 cents from 
southern Kansas, and 4.7 from southern Missouri, using sim- 
ple average distances. He referred to another portion of the 
exhibit showing short line miles and present rates via Memphis 
and New Orleans on grain from five representative Oklahoma 
and Texas origins to five representative destinations, and the 
through rates under the examiner’s proposed scale. He pointed 
out that from Lawton, Okla., to Pensacola, Fla., 1,007 miles, 
via Memphis, the present rates totaled 49 cents, while via 
New Orleans, totaling only 902 miles, the present rate was 
614% cents. Under the examiner’s proposed scale, he showed 
a rate of 46 cents via Memphis, and 44 cents via New Orleans. 


Oklahoma and Kansas 


C. B. Bee and H. D. Driscoll represented the Oklahoma 
commission and the Oklahoma millers in argument. Mr. Bee 
quoted from the statement of Commissioner Splawn, concurring 
in part in the report on further consideration in the western 
grain case, 216 I. C. C. 83, to the effect that further relief 
should be given the growers of grain in eastern New Mexico, 
northern Texas, and Oklahoma, particularly with reference 
to reaching the important consuming territories in south Texas, 
Louisiana, and the southeast. He further quoted Examiners 
Mackley and Hall as saying that it did not appear that the re- 
lation of rates from Wichita to Memphis would have been 
prescribed in the grain case on a record as comprehensive as the 
one they had before them, with respect to the rates from 
Oklahoma to Memphis. Mr. Bee said that one of the im- 
portant outlets for Oklahoma grain was Memphis and that 
it was the basing point and the proper outlet for Oklahoma 
grain to the southeast. He then reviewed the rates from 1917 
to 1936, to illustrate the spread between Kansas City pro- 
portionals and the rates from Enid. He said that in 1930-31 
Enid shipped 1,116,300 bushels on the basis of Memphis, in 
1932, 501,000, and that from 1933 Enid was at a disadvantage 
and had never exceeded 100,000 bushels shipped to Memphis, 
indicating, he said, that the Kansas City rate had absolutely 
destroyed the opportunity for Oklahoma to send its grain 
through its natural gateway—Memphis. He said Oklahoma 
asked for a rate of 27 cents, conditioned on certain rates 
changing east of the river, but that a 25-cent rate was thought 
necessary, and that east of the river it asked for a rate under 
the St. Louis rate, whatever that might be. After reviewing 
the rate situation with reference to Arkansas and Louisiana, 
he asked why Oklahoma should be penalized when Kansas City 
and St. Louis were not, asking that Louisiana group 4 be con- 
solidated with group 3, and that the western trunk line scale 
be used to test the rates of some underlying mileage scale 
which, he said, it was felt the Commission should adopt. 

Mr. Driscoll said Oklahoma objected to the report of 
Examiner Weaver because of the measure of his mileage scale; 
because it would change origin and destination groups; because 
the circuity it involved was unsatisfactory; and because of its 
transit requirements. He said Oklahoma interests like the 
Mackley-Hall report better, but did not entirely agree with it. 

He referred to the complaint he had filed 21 years ago 
in No. 15026, and reviewed the reasons why the claim for 
reparations in that proceeding had not been pressed, because 
of an agreement. with the late Commissioner Eastman that 
the subject should be held in abeyance until the general rate 
level had been settled. He pointed out that the Hoch-Smith 
resolution had said that the Commission should decide pending 
cases, but that No. 15026 had been “thrown into” the general 
investigation, and that it was still there. 

He pointed out that, as a result of the Kansas City pro- 
portional rate, Oklahoma interests bought grain at Kansas 
City. The rate from Kansas City to Oklahoma City, he said, 
was 18 cents, and that the proportional rate from Kansas City 
to Memphis was 18 cents, so that grain moved from Oklahoma 
City to Memphis without further payment, while there was 
a 32-cent flat rate from that point to Memphis on Oklahoma 
grain. He said that Oklahoma was at a disadvantage because 
there were many millers in the south who could not handle 
carloads of grain and had to have less-carloads, but that 
Oklahoma did not “have carloads;’” and that, because Oklahoma 
had no navigable water, it was handicapped by that fact. 
On a statement by Commissioner Porter that he was not clear 
What position Mr. Driscoll took, the latter said that “we favor 
the Mackley-Hall report,” because, he said, it presented a 
better and more workable plan. Examiner Weaver's scale 
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was too high for short hauls, he said, and that Oklahoma 
wanted the rates to apply through the Memphis gateway as 
they did now. The rate-break on the river, he said, would 
have a tendency to hold down circuity. He said Memphis 
had proportionals and transit balances, and that Oklahoma 
asked the Commission to prescribe a rate 11 cents less over 
Memphis than St. Louis. If it did that, he said, Kansas would 
not need the transit arrangement. He said there should be 
one rate out of Memphis, and no transit balance. 

Byron M. Gray, speaking for the Kansas Corporation Com- 
mission, said not all interests in Kansas agreed with the 
position of the commission, but that he believed he represented 
the views of most of the producers and millers. He said it 
was the position of the commission that the producer was 
entitled to a reasonable rate, millers were entitled to rates 
that would permit them to compete with other mills desiring 
to handle Kansas wheat, and that the railroads were entitled 
to reasonable rates. He said the commission had always ap- 
proved the rate-break principle. 

Referring to the Oklahoma position, Mr. Gray said that 
the Commission had pointed out that, in setting up the grain 
rates, it first determined reasonable rates and then broke 
them back. If that was so, he said, Oklahoma could not 
have been injured. He said that, if the rate to Memphis was 
made as a reasonable through rate and then broken back, 
Oklahoma had not been injured by reason of the fact that 
Kansas had the rate-break principle. He said he did not know 
why Oklahoma did not like the Mackley-Hall report, adding 
that the Weaver report gave them the mileage scale as they 
had proposed, but that they opposed it, and wanted to go back 
to the Mackley-Hall report, which report, he said, had con- 
firmed the rate-break principle. They wanted to go back 
to that report, which they had at first turned down, he said, 
because it would give them a six-cent advantage. He said 
the Kansas commission had not abandoned the view that the 
Commission had been correct when it said in the first grain 
case that the best interests, not only of the primary markets, 
but of the producers and consumers would be preserved by 
the rate-break combinations over the primary markets. 


General Mills Argument 


E. B. Smith, representing General Mills, Inc., had just 
completed his statement of the study given the report of 
Examiner Weaver by traffic managers of the company, work- 
ing in various parts of the country, and the approval of their 
recommendations by the company’s officials responsible for pur- 
chases, operations, and sales, and had answered a question by 
Commissioner Mahaffie that, under the Weaver report the com- 
pany’s traffic charges would be reduced, when Chairman Pat- 
terson recessed the argument until Monday, July 17. 

Resuming his argument July 17, Mr. Smith said General 
Mills took no position as to the level of the rates, and outlined 
the company’s stand with reference to Examiner Weaver’s rec- 
ommendations for mountain-Pacific territory, the single factor 
rate system, the grouping of origins and destinations, and 
circuity. 

In answer to a question from the bench, Mr. Smith said 
that under the plan suggested by the examiner his company’s 
freight bill would be materially decreased. Referring to the 
examiner’s discussion of the dual system of rates now in effect 
from the gateways into the south, Mr. Smith called attention 
to a chart, forming part of an exhibit he offered, showing that 
his company had nine different proportional rates from Louis- 
ville to Atlanta, and said that that was “only a part of it,” and 
reviewed the situation as to transit balances open to the com- 
pany. Asked by one of the commissioners if the adoption of 
the report would give his company a constant balance figure, 
Mr. Smith said it would not, and in answer to a further ques- 
tion said it would be sound to have even wider variations than 
now. He said his company had “gone along” with the examiner 
in the belief that multiple factor rates were not practical for 
southern territory. He said a number of those who were “pre- 
tending” to favor the one factor system were favoring the dual 
system in fact. He then referred to a number of charts in his 
exhibit to show the application of proportional rates under the 
principles which, he said, the Commission had established in 
the western grain case. 

He said his company favored overhead rates with transfer 
rather than multiple factor rates because, he said, “we have 
had nine years’ experience under that situation at Kansas City 
and Memphis,” and that the company did not want “the same 
thing placed upon us” at Chicago, Louisville, Jackson, or at any 
other points. In answer to a further question from the bench, 
Mr. Smith said his company would be satisfied with three 
transit stops. He said that shippers had had varying balances 

at all but eight points and that “everybody gets along.” 


Kansas City 


W. R. Scott, who said he appeared for the Board of Trade 
of Kansas City, Mo., and for the St. Louis Grain Exchange, said 
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he would devote his time to the one issue: The question of the 
form of the rate structure. He said the interests he represented 
supported Examiner Weaver's plan, and that he did not sup- 
pose that under a through rate plan Kansas City would be set 
apart from every one else, as had been the case under the 
ruling that only proportional rates might apply from the eight 
markets designated by the Commission. He said that all he 
was asking was equality, and added that “I am warning you 
this through rate plan is going to make more trouble than you 
ever dreamed of.” He said that Kansas City had been per- 
sistent in asking for relief from the discrimination of the pro- 
portional rate rule and asked if the Commission was going to 
maintain the rule in the western district and allow the eastern 
and southern markets to go “Scott free.” He said that, in the 
western grain case, the Commission had said that the contem- 
poraneous application of proportional rates and transit bal- 
ances subjected the shipper under proportional rates to undue 
prejudice and gave the shipper under the transit balances an 
undue preference. He said that the mere existence of propor- 
tional rates was an evil to be corrected and that proportional 
rates from Louisville were not on any different ground than 
those from Kansas City. The Commission, said he, had not 
been consistent in the handling of the instant case. 


Minneapolis 


Representing the Minneapolis Traffic’ Association and the 
Minneapolis Chamber of Commerce, F. B. Townsend referred 
to the movement of mills from Minneapolis to interior points 
because, he said, at such points they had favorable through 
rates with transit balances. He said the grain elevators at 
Minneapolis were an economic necessity and that the moment 
they were deprived of the privilege of handling grain where 
the route was reasonable, “you have destroyed” their value to 
the public and the producer. 

He said that “we are trying to correct a situation we be- 
lieve is unlawful and discriminatory, and one that should not 
be imposed on us,” and took a position similar to that taken by 
Mr. Scott. He said that those who defended the present adjust- 
ment said it was perfect and should be “left alone.” But, he 
said, some measure must be used, and if the adjustment was 
different than that at Minneapolis, it should be corrected. He 
said that the multiple rate system could never be used to equal- 
ize various routes where those routes were reasonable. He 
said that, from the territory naturally tributary to Minneapolis, 
“we are on the rate-break, and the rates are higher.” He 
pointed out that only eight points had the rate-break system, 
while other points all over the country had through rates with 
transit, as showing that the latter system was workable. Asked 
from the bench if he thought it unlawful to equalize, Mr. 
Townsend said it was unlawful to equalize every point in the 
United States except those he had referred to. Asked what was 
the choice of Minneapolis, as between the two rate systems, 
Mr. Townsend said the proportional rate-break system could 
not be worked because routes could not be equalized. He said 
if it was impossible to have a parity of routes, that “our choice 
is to have through rates with transit.” 

J. W. Ludlow, National Oats Co., which manufactures 
rolled oats at Cedar Rapids, Ia., said that rolled oats were not 
a ready-to-eat cereal and that “we do not try to compete with 
that type of food.” The product was competitive with flour and 
grits in the south, he said. He said he considered Examiner 
Weaver’s proposal to establish a ‘15 per cent penalty” on rolled 
oats completely unjustified. He said that no evidence had been 
introduced by the carriers to show any difference in transpor- 
taiton characteristics between the rolled oats and grits or flour. 
He said that elsewhere in the United States rolled oats were 
transported under grain rates, and urged that the Commission, 
in the interests of uniformity of classification provide for those 
rates on rolled oats in the southeast. 


F. A. Leffingwell, representing the Texas Industrial Traffic 
League, said that generally he supported Examiner Weaver’s 
report. He said, however, that he objected to Examiner Weav- 
er’s scale because it was not graduated properly. He advocated 
a procedure of four steps in arriving at the rates to the south- 
east: 1. Determination of a proper yardstick scale differing 
from Examiner Weaver’s; 2, prescribing that scale to be used 
as a one factor overhead rate from all producing territories to 
the southeast, subject to prescribed rate-break combinations 
to the Mississippi River as minima, with reasonable groupings 
at origin and destination; 3, prescribing that same scale within 
the southeast; and (4), prescribing that scale from New Mex- 
ico, Oklahoma, and Texas to Louisiana and Arkansas. He also 
urged the adoption of three stops in transit. 

J. M. Cook, representing Whyte Feed Mills and Continental 
Grain Co., the latter operating 27 mills in Illinois southeast of 
St. Louis, said the latter mills opposed the Memphis contention 
that the Mississippi valley cities should not have as low a rate, 
mile for mile, as did Memphis. Speaking for the Whyte Com- 
pany, Mr. Cook said that that company thought the Commission 
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should issue definite orders to the carriers rather than mer. ly 
make suggestions with respect to rates from Pine Bluff and 
Little Rock, Ark., to destinations in Arkansas, Louisiana and 
Texas. 

Rebuttal 


Parker McCollester, for the Southern Grain and Grain 
Products Traffic Council, supporting the respondent carriers, 
opened the rebuttal. He said the position taken by Mess:s, 
Smith (General Mills), Scott (Kansas City Board of Trade), 
and Townsend (Minneapolis Traffic Association) was that, since 
they were “in jail’ the south ought also to be in jail. Mr. 
McCollester says they contended that proportional rates and 
transit balances could be used together as a matter of law. 
But, said Mr. McCollester, the Commission had held, and had 
been upheld by the Supreme Court, that this was not a ques- 
tion of law but a matter which the Commission was trying to 
decide by experiment, and that it had the discretion to deter- 
mine that the two systems of rate-making could not exist to- 
gether. He again urged the Commission to adopt the report of 
Examiners Mackley and Hall, with the exceptions he had men- 
tioned earlier. 

Referring to Mr. Belnap’s discussion of section 3(4) of the 
interstate commerce act, in relation to discrimination as be- 
tween connecting carriers, barge lines being so considered, Mr. 
McCollester said that Mr. Belnap’s argument was addressed 
more to facts than to law, that section 3(4) involved facts, 
and that the facts involved there were different from the facts 
“here involved.” 

R. J. Hagman, for the Great Northern, Northern Pacific 
and Soo Line, said that the first proposed report of Examiners 
Mackley and Hall suggested no changes in the Pacific north- 
west, and that “we know nothing that has taken place since 
that should change that situation.” He said that he had heard 
very little “this time” about the effect of the rate-break sys- 
tem and its necessity so far as the price of grain was con- 
cerned. Those in favor of the rate-break system, he said, had 
not mentioned that situation although they had previously 
discussed it. He said he did not believe the Commission was 
going to abolish all proportional rates and he gave as his 
reason the fact that many lines did not extend west of the 
Missouri River. Those lines, said he, were not going to retire 
from the grain business but were going to publish proportional 
rates, adding “that is exactly the history of the whole propor- 
tional rate system.” 

A. B. Enoch, representing the Official Territory carriers, 
said that the only way any one of the complainants could be 
satisfied was by a change in the existing relationship and that, 
in that respect, in most instances changes in relationship were 
opposed by a competitor. He said that no matter what the 
Commission did, whether by changing relationships or by a 
general reduction in rates, it was not likely that more flour 
would be consumed in the southeast as a result. It followed 
that if the Commission granted a rate reduction to a producing 
territory or a group of millers to take care of some disadvan- 
tage troubling them at this time, it would merely displace 
territories or a group of millers already operating into the 
southeast, said Mr. Enoch. 

In discussing the Oklahoma position, Mr. Enoch said the 
reason that Oklahoma went to Kansas City to buy wheat in 
preference to Oklahoma wheat, for shipment into the south- 
east, was that they had to have the kind of wheat they could 
get at Kansas City, which, he said, was soft wheat. This was 
why in some years quite a substantial movement from Okla- 
homa mills to the southeast used Kansas City billing, he said, 
and that this was not done as a result of the Commission’s 
rates in No. 17000. One-third of the shipments in 1930, moving 
from Oklahoma into the southeast, had Kansas City billing, he 
said, pointing out that this was long before the rates were 
prescribed in No. 17000. 

Ed. D. Mohr and L. L. Oliver, spoke in rebuttal for the 
southern carriers. Mr. Mohr confined his argument to interterri- 
torial rates from Texas to the south and to the New Orleans 
complaint, although he said his remarks would apply to inter- 
territorial rates generally. He said he felt that most if not all 
of the fault found in the interterritorial adjustment, and which 
the examiner’s mileage scale was intended to correct, resulted 
from the adjustment in the west and north, and that if the scale 
was adopted the southern carriers would suffer the most. He 
said any fault found with the relation that the rates from Texas 
to the south bore to the rates from Central Territory _to the 
south, it could not be attributed to the southern carriers’ factors, 
as the rates from Mississippi River crossings used in making 
combination rates from Texas to the south were on approxi- 
mately the same level as the factors used from St. Louis and 
Ohio River crossings in making the rates from points in Centra! 
Territory. He said as he understood it the grain rates from 
Texas and Oklahoma to lower Mississippi River crossings wer¢ 
fixed by the Commission on a higher level than other western 
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states to upper Mississippi River crossings, and that that seemed 
to be the primary cause of the differences in the interterritorial 
rates to the south. He said that it seemed that if any fault was 
found in the adjustment it could be remedied without disrupting 
the entire adjustment. Mr. Mohr introduced an exhibit to show 
that, in order to earn the same amount of revenue under equal 
rates, the southern carriers would have to transport 41 per cent 
more carloads of grain and grain products than did the western 
lines, due to lighter loading in the south. 

Referring to proportional rates to the southeast, Mr. Oliver 
said that, using as a yardstick the first-class rates in No. 13494, 
the K-2 scale, the carriers found that proportional rates to the 
southeast, including Ex Parte 123 increases, averaged 18.4 per 
cent of the first class from Memphis, 19.1 per cent from Evans- 
vilie and Cairo, and 18.5 per cent from St. Louis. To the Caro- 
linas, he said, the rates averaged 17.6 per cent of the first class 
rates from Memphis; 17.7 per cent from Evansville and Cairo, 
and 17.5 from St. Louis. 

Referring to ex-water and ex-barge rates, he said that rates 
on grain either by river or from the Pacific coast ports were not 
before the Commission in this case and that there was nothing 
in the record by which differentials could be fixed. 

E. H. Thornton, representing the New Orleans Joint Traffic 
Bureau, said that if the Commission adopted Examiner Weaver’s 
report, “‘we will automatically be taken care of.” He said that 
the examiner did not lay down a rigid scale but had suggested 
an underlying scale for determining groupings. In answer to 
Mr. Oliver’s statement that water-rail rates were not in this 
case, Mr. Thornton said that in the New Orleans complaint the 
Commission was asked for the samc proportional rates on ex- 
water grain as these carriers applied at the northern gateways. 

Nuel D. Belnap, for the Inland Waterways, operating the 
Federal Barge Line, said he wanted to reply to an argument 
made for the first time by the rail carriers in connection with 
section 3(4) of the act. He said as he understood the argument, 
based on the premise that the barge rates were not in issue, 
was that the Commission should never exercise its power unless 
it was prescribing maximum reasonable barge-rail rates. He 
said the books were full of cases in which the Commission had 
required the removal of discrimination as between carriers and 
shippers even though it was not finding that the existing prac- 
tices were unreasonable. He said the Commission dealt with 
relationships, regardless of the fact that the matter of the level 
might not be before it, or that, on the evidence, it was not able 
to find a level as reasonable. He said he was not asking the 
Commission to find any particular proportional, but to find that 
the carriers were in violation of section 3(4) unless they ex- 
tended to the barge lines the same charges they extended to 
their rail connections. 

He said the record showed that, prior to the time the 
carriers made their revision in 1936, Federal Barge Line had 
made a formal proposal to join in single-factor barge-rail 
rates and that the carriers had made a formal declaration that 
they preferred to continue their rates on the combinations. 
Having elected to follow that procedure, he said, when it came 
to the I. and S. No. 4208 revision, they had published 28 cents 
from Memphis to Atlanta on ex-rail grain and 35 cents if the 
traffic moved into Memphis by barge line. He pointed out that 
the original rate was 29% cents, regardless of the connection. 

Argument was completed July 18. 


SHORTER ROUTES FOR TRUCK LINE 

Railroads operating in Official and Southern territories, 
protestants, have asked the Commission to reconsider the de- 
cision of division 5 in MC 80382, Brooks Transportation Co., 
Inc... Common Carrier Application, embracing MC 59911, Same, 
and MC 80382, Sub. 11, Same, Extension—Connecting Routes 
in Virginia, and to revoke the certificate granted in MC 80382, 
Sub. 11. In those proceedings the decision denied the applicant, 
of Richmond, Va., “grandfather” rights to operate as a com- 
mon carrier of general commodities, with exceptions, between 
Charlottesville and Lynchburg, Va., or between Staunton and 
Roanoke, Va., over specified routes, but found operations by 
the applicant over such routes required by public convenience 
and necessity, and granted the certificate in MC 80382, Sub. 11 
(see Traffic World, June 24, p. 1687). 

The rail protestants said that on a new service application, 
a mere showing by an applicant that it had been operating 
under color of claimed “grandfather” rights was not controlling, 
and did not relieve the applicant of the burden of showing 
affirmatively not only that the proposed operations would serve 
a useful purpose, responsive to public demand, but also that 
the public need could not or would not be met as well by 
existing carriers. This, the railroads contended, was not shown 
by the applicant. Referring to the examiner’s finding that the 
grant of authority would eliminate wasteful transportation, the 
railroads said that they had found no decision in which mere 
economy alone had been deemed sufficient to warrant the 
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issuance of a new service application. They said wasteful 
transportation could be avoided by permitting existing carriers 
to perform the required services. 


Motor Classification Inquiry 


Virgil J. Livingstone, Washington, D. C., at the hearing at 
Washington before Examiner T. K. Carpenter in I. and S. 
M-2404 to M-2409, inclusive, said that his appearnce for the 
Chicago Suburban Motor Carriers Association in support of the 
respondent motor carriers went merely to the principles involved 
and not to the measure of the increases in the National Motor 
Freight Classification. He said he was not prepared to support 
or oppose any of the ratings proposed. The six suspension cases 
involve proposals by the American Trucking Associations’ na- 
tional classification board to increase, to as high as five times 
first class, ratings on various articles. Those articles include: 
In I. and S. M2404, Incandescent Lamps and Bulbs; I. and S. 
M-2405, Airplane Parts; I. and S. M2406, Luggage; I. and S. 
M-2407, Hats and Caps; I. and S. M2408, Carpet Mill Thread 
Waste; I. and S. M-2409, Paper Tubes or Cores. Respondent 
motor carriers and protesting shippers earlier in the hearing 
expressed the opinion that the present cases constituted a test 
of the principle that hundreds of so-called light and bulky arti- 
cles in the motor freight classification were subject to ratings 
that did not permit motor carriers to derive adequate revenues, 
and that ratings on many such articles should be increased to 
two, three, four and five times first class (see Traffic World, 
July 15). 

W. L. Yingling, one of the three members of the national 
classification board, testified for the truckers in I. and S. M-2409, 
involving, in part, suspension of a proposal to increase ratings 
on paper cores or tubes, which at present are subject to ratings 
ranging from 50 per cent of first class to one and a half times 
first class, depending on the wall thickness of the tubes. Under 
the suspended proposal, ratings would be based on the relation- 
ship of wall thickness to the outside diameters of the tubes, 
with the highest rating of four times first class applicable on 
tubes the wall thickness of which amounted to less than 3 per 
cent of the outside diameter. The witness proposed, however, 
that the Commission give consideration to his revised proposal, 
which was based on the percentage of wall thickness to inside 
diameter. Under the revision, tubes having a wall thickness 
about 2.25 per cent of diameter would be subject to a rating five 
times first class, and the ratings would grade down to first 
class on tubes with a corresponding ratio of between 9 and 14 
per cent and to fourth class on tubes with walls 28.5 per cent 
of diameter. Tubes covered by the highest rating would, he 
said, have an average density of 2.25 pounds a cubic foot, and 
other lower ratings would each apply to a range of density. He 
said that under the proposed ratings, revenues a truckload at 
any rating would more or less approximate the amount of reve- 
nue a trucker would obtain by transporting 24,000 pounds of 
“average general commodities” in an average ‘1,000 cubic foot” 
truck or trailer at an average rating of 50 per cent of first class. 


H. A. Deane, general traffic manager, Sonoco Products Com- 
pany, Hartsville, S. C., testifying in opposition to the proposal, 
said his company manufactured paper tubes or cores at eight 
plants in the United States and Canada for shipment principally to 
manufacturers of cotton goods. He disputed the figures on core 
density supplied by Mr. Yingling, saying that cores of the same 
dimensions differed in density because of differences in type of 
paper and paste used in manufacturing the tubes. He said the 
articles were of very low value and not subject to ordinary 
transportation hazards. The heaviest movement of tubes was 
that of high-density tubes moving to cotton mills, he said, ad- 
mitting that many tubes currently used as containers for paint 
and the like had large diameters and low densities. He said that 
the proposals would have the effect of leading to cancellation in 
the future of some exceptions ratings in the southern territory 
under which low ratings applied on truckload shipments of the 
tubes. L. O. Kimberly, Jr., for the American Cotton Manufac- 
turers Association, and R. L. Murphy, Georgia-Alabama Cotton 
Manufacturers Association, testified similarly. They pointed out, 
further, that the rates charged on the tubes at present were 
about 10 per cent higher than rail rates and that the proposals 
would have the effect of further increasing the differential. 


Luggage Case 


W. J. McGhee, Richmond-Petersburg Freight Line, Rich- 
mond, Va., testified further for the respondent carriers in I. and 
S. M-2406, Trunks and Traveling Bags. He said his company 
could not fill its trucks to full visible capacity with luggage it 
transported from Petersburg to Richmond, Va.; that the luggage 
could not be loaded as “top freight”; that revenues derived from 
truckload shipments of luggage average only half the revenues 
derived from transportation of general commodities between the 
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two cities; that his company had paid claims as high as $50 on 
individual traveling bags lost or damaged in transit. Earlier, 
shipper witnesses testified in opposition to the proposal to in- 
crease the classification rating on such articles generally from 
first class to two times first class, basing their opposition on the 
contentions that the articles were frequently shipped with other, 
heavier commodities, were not subject to ordinary transportation 
hazards, and were not unusually low in weight a cubic foot. 


Airplane Parts 


Further testimony was offered by shipper protestants to the 
carrier proposals, in I. and S. M-2405, to increase ratings on 
airplane fuel cells and doors. Under the proposals, the present 
first class rating on less truckload shipments of fuel cells or 
tanks would be increased to three times first class, and the 
one and a half times first class rating on doors would go up to 
double first class.. F. E. Ruhr, North American Aviation Com- 
pany, Englewood, Cal.; H. R. Brashear, Aeronautical Chamber 
of Commerce, Washington, and others, presented exhibits and 
testimony concerning the values and densities of the articles in 
efforts to show that the proposed ratings were out of line with 
ratings on other commodities in the classification. Mr. Ruhr 
admitted on cross-examination that, though he thought the pro- 
posals too radical, he was not opposed to establishment of a 
general light and bulky rule, comparable to rules contained in 
several motor carrier bureau tariffs up to two years ago, 
under which any articles with a cubic foot weight of less than 
10 pounds would be to take a rate based on 10 pounds at first 
class for each cubic foot of space occupied. 


Lamps and Bulbs 


Fred Lockhart, member of the classification board, testified 
at length concerning the proposal in I. & S. M-2404, to change 
the present ratings of 110 per cent of first class on less truck- 
load shipments, and third class on volume shipments, minimum 
15,000 pounds, of incandescent electric lamps and bulbs, to 
three times first class. He sought to show that both lamps 
and bulbs had relatively high values and were fragile, but 
based his support principally on exhibits intended to show that 
the articles ranged in weight from 13.5 to 2.8 pounds a cubic 
foot. He said the average packaged lamps weighed about 4.4 
pounds a cubic foot. He admitted that the lamps and bulbs 
could be loaded to nearly the full cubical capacity of trucks. 
On cross-examination, he replied to various questions of ship- 
pers, who sought to show that the proposals did not reflect 
various weight, value or other characteristics, that the board 
had made its proposals not according to any formula concern- 
ing such characteristics but solely by ‘the exercise of our 
judgment.” 

Witnesses for the General Electric Company, Westinghouse 
Electric and Manufacturing Company, and Sylvania Products 
Company, the principal manufacturers of incandescent lamps 
and bulbs, submitted exhibits intended to show that loss and 
damage in transit seldom occurred, that the articles were not 
as light in weight as Mr. Lockhart said, and that the articles 
were not very valuable. They said they were opposed to any 
increase in rating on the articles. 


Paper Excelsior, Etc. 


C. F. Jackson, a member of the classification board, testi- 
fied in I. & S. M-2409 as that case related to paper articles 
other than tubes or cores. The matter involves suspension of 
a proposal to cancel a volume rating on paper excelsior and 
to make the present first class rating on doilies, cleansing 
tissues, etc., packed in bales, bundles and rolls, and the second 
class rating on those articles packed in boxes or crates, apply 
on any quantity shipments. He said no opposition to that pro- 
posal had been voiced by any shippers. The change was pro- 
posed, he said, because of the poor loadibility of those articles. 
The only other article involved in the case was that of paper 
excelsior, now subject to a rating of second class, which would, 
under the suspended proposal, be subject to rates ranging from 
three times first class on excelsior weighing less than eight 
pounds a cubic foot, to fourth class on excelsior weighing 
more than 15 pounds a cubic foot. He said the classification 
board was willing to change the proposal slightly, meeting the 
objections of some shippers, by making a third class rating 
applicable on waxed excelsior paper weighing 12 pounds or 
more a cubic foot and a rating as low as fourth class applicable 
on volume shipments of other waxed paper having a density 
of 15 pounds or more. 

Mr. Jackson also testified in I. & S. M-2407, hats or caps, 
involving a proposal to cancel present ratings of first class 
on less truckload shipments, and second class on minimum ship- 
ments of 12,000 pounds, of sun helmets, and to apply an any- 
quantity rating of three times first class on the helmets. He 
said the helmets moved principally from St. Charles, Ill.; that 
they ranged in density a cubic foot from 2.4 to 4.1 pounds, 
and that they ranged in value from $1.01 to $1.69 cents each. 
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To meet the objections of the principal manufacturer and of 
a mail order house, which had objected to the proposal ai a 
board hearing, he proposed that new ratings of three times 
first class apply on helmets, not nested, and two times first 
class on nested helmets. 

Mr. Yingling, testifying in I. & S. M-2408, carpet mill 
thread waste, said that thread mill waste moved from only 
one carpet manufacturing plant in New York to Philadelphia; 
that the waste was shipped either in bags, at any average 
density of about 4 pounds a cubic foot, or in machine-pressed 
bales averaging from 11 to more than 15 pounds in density, 
He proposed a rating of three times first class on waste in 
bags; first class on bales with densities of from 8 to 12 pounds 
a cubic foot, and third class on bales of heavier densities. His 
proposal differed from the suspended proposal in that the 
ratings on bales of waste broke on 12 pounds rather than 15 
pounds. The waste at present is subject to a maximum rating 
of first class. 

Mr. Lockhart testified briefly in the case involving lug- 
gage, and generally supported testimony entered earlier in the 
hearing by Mr. McGhee. 

Counsel for the Office of Price Administration cross- 
examined the carrier witnesses briefly, seeking to show that the 
respondents had given weight solely to density and to “what 
the traffic would bear” in making their proposals. At the con- 
clusion of the hearing, F. D. Binkley, for the O. P. A., renewed 
his motion to have the present proceedings joined with the 
general motor classification case, MC C-150, but the examiner 
refused to grant the motion on the ground that he had no 
jurisdiction to do so in the light of the Commission’s denial 
of the same motion last week. He denied another motion by 
Mr. Binkley to “dismiss the case so far as Mr. Livingstone,” 
of the Chicago Suburban Motor Carrier Association, was in- 
volved, because Mr. Livingstone had not indicated either sup- 
port or opposition to the respondent motor carriers’ proposals. 

The examiner set September 15 as the final date for filing 
briefs. The hearing was concluded late July 15. 

J. E. Haydon, Eastern-Central Motor Carriers Association, 
Akron, O., said that his appearance was in I. and S. M-2404 to 
I. and S. M-2409, inclusive, rather than in only I. and S. 
M-2404, as reported last week. 


Illinois Intrastate Coal Rates 


Nine briefs in support of exceptions have been filed to the 
proposed report of Examiner R. N. Trezise, now retired, in 
No. 28881, Bituminous Coal Rates Within Illinois, embracing 
I. and S. No. 5139, Coal to Beloit, Wis., and Northern Illinois. 
The proceedings involved two dockets of the Illinois Commerce 
Commission, and the examiner proposed that the Commission 
enter an order consistent with his five findings, “unless it is 
avoided in cooperation with the Illinois Commerce Commission 
-~ —_— of the respondents.” (See Traffic World, April 

, Pp. . 

George F. Barrett, attorney general for Illinois, listed 
three exceptions. He said that the report of the examiner 
should be disproved and an order entered dismissing the pro- 
ceedings for want of jurisdiction. He said, however, if the 
Commission “could find that it had jurisdiction, it should never- 
theless, in the interest of comity, forbear the exercise of that 
jurisdiction at the present time.” He said if the case could be 
deemed to be before the Commission on its merits, it should 
be dismissed for want of evidence. 

The Fifth and Ninth Districts Coal Traffic Bureau and 
Belleville Fuels, Inc., intervenors, jointly filed 24 exceptions to 
the report, and requested oral argument. They said that the 
facts of record and the principles of law did not support the 
examiner’s recommended section 13 findings against the Illinois 
intrastate rates. 

The Kentucky Coal Agency, Inc., listed three exceptions, 
and said that the examiner himself had found that much of the 
present controversy would remain unsettled if the suspended 
rates were approved. In the light of such a finding, it said, it 
seemed clear that these rates should not be approved and that 
the suspended schedules should be cancelled. It added that if 
the interstate rates were permitted to become effective, cor- 
responding increases should be made coincidentally in the Illi- 
nois intrastate rates. 

The Coal Trade Association of Indiana briefed 55 excep- 
tions to the report. It said that the Commission had repeat- 
edly approved the standard differential adjustment as between 
the Illinois groups and the Indiana groups as fair and rea- 
sonable to all concerned. The record amply sustained the pre- 
vious decision in this respect, it said, and that the present rates 
within Illinois to the destinations involved were on a level 
level than the present rates from Indiana to those destinations; 
that the proposed increased rates within Illinois would not cure 
the discrimination to which Indiana was subjected. It said that 
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a restoration of the reductions made by the Illinois commission 
in 1930 would substantially restore the Illinois intrastate rates 
to a parity with a level with the present rates from Indiana to 
these destinations. It further said that under the issues in the 
two proceedings, the Commission had jurisdiction to enter 
orders finally disposing of the matter of proper rates and rela- 
tionships between the various Illinois and Indiana groups to 
this destination territory, among other things. Oral argument 
before the entire Commission was requested. 

In support of four exceptions, the Northern Illinois Coal 
Corporation, Tecumseh, Coal Corporation, and Sunlight Coal 
Co. argued that the Commission should dismiss the carriers’ 
petition in No. 28881 in so far as it might affect the present 
rates from mines in the northern Illinois group to points in 
northern Illinois, that it should deny the carrier application in 
I and S. No. 1539 proposing increases in the rates from the 
Boonville and Princeton group in Indiana to the northern IIli- 
nois territory, and discontinue the proceeding. 

Medusa Portland Cement Co. filed three exceptions to the 
report, and asked the Commission to find that the rates to 
Dixon, Ill., to Victoria, Ill., and Southern Illinois were not in 
violation of section 13, and that the carriers’ petition in No. 
98881 be dismissed. 

The Rockford, Freeport, and Belvidere, Ill., Chambers of 
Commerce said their exceptions would be confined to the gen- 
eral aspects of the case in so far as they affected consumers 
and dealers of bituminous coal in the destination territory. 
They said the examiner’s report was based entirely on a mis- 
conception of the facts of the record and that the Commission 
should find that the respondents had failed to sustain the bur- 
den of proof; that they had failed to produce substantial proof 
tending to show that the present rates to Rockford and related 
points were unreasonably low or otherwise unlawful, or that 
such rates were in violation of section 13; that approval of the 
proposed rates for Rockford and related points would result in 
unjust, unreasonable and discriminatory rates in violation of 
the interstate commerce act and the Illinois public utility act; 
and that the tariffs providing for the increases should .be per- 
manently suspended and the proceeding discontinued. 

The Price Administrator filed five exceptions to the report, 
and asked the Commission to find that the increased rates pro- 
posed in the suspension proceeding were in violation of section 
1 and would be contrary to the price control and stabilization 
acts. He also asked the Commission to find that the petitioners 
in No. 28881 had not established that the intrastate rates from 
Illinois mines to northern Illinois points resulted in undue or 
unreasonable advantage, preference, or prejudice as between 
persons or localities in intrastate commerce and those in inter- 
state commerce, or in unjust or unlawful discrimination against 
interstate commerce. This administrator asked cancellation of 
the suspended schedules, denial of the petition in No. 28881, 
and dismissal. 

The Central Illinois District Coal Traffic Bureau and the 
Illinois Coal Traffic Bureau filed four exceptions to the report, 
and asked the Commission to dismiss the section 13 petition 
and the investigation instituted in No. 28881, and to proceed to 
a decision in I. and S. No. 5139. It said that if for any reason 
any maladjustment was created between the Illinois intrastate 
rates, on the one hand, and the interstate rates, from Indiana 
and western Kentucky, on the other, to the northern Illinois 
points, as a result of the rates that might be made effective 
following the decision of the Commission in I. and S. No. 5139, 
such matter could be dealt with in an appropriate and lawful 
matter at that time. 


Soybean Meal to the West 


The National Cottonseed Products’ Association, Oklahoma 
Cottonseed Crushers’ Association, and Texas Cottonseed Crush- 
ers’ Association have petitioned the Commission to suspend the 
rail carriers’ tariffs, Note 14, Item 573-H, sup} \ement 34 of the 
North Coast Grain Tariff, Agent Kipp’s I. C. C. 1491, and Note 
9, Item 930-H, supplement 25 of South Coast Grain Tariff 46-K, 
Agent Kipp’s I. C. C. 1495, issued to become effective August 1. 
The petitioners said that those tariffs, if permitted to become 
effective, would cancel out joint through rates on soybean cake 
and meal moving from Illinois, Iowa nd other mid-western 
states to points in New Mexico, Colorado, Wyoming, Montana, 
and states farther west. 

The petitioners said that the proposed tariffs contained 
routing restrictions eliminating application of trans-continental 
fates on soybeans that were presently drawn into crushing 
plants in the southwest and the Mississippi Valley from Western 
Trunk Line Territory and on soybean cake and meal reshipped 
under transit to the west. Under the proposed tariffs, they said, 
only combinations of full local rates, usually local to and from 
the transit points, would remain in effect. Such rates, they said, 
Would be grossly unjust and unreasonable in violation of section 
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1 of the act, and unduly and unreasonably discriminatory, and 
preferential and prejudicial, in violations of sections 2 and 3 of 
the act. 

The carriers’ proposed rates represented “the most incred- 
ible increases,” the petitioners said, giving as examples increases 
of 10 cents a hundred pounds on shipments moving from Iowa 
to Pueblo, Colo., of 14 cents from Iowa to Denver, of 19 cents 
from Iowa to Laramie, Wyo., and of 34 cents from Iowa to Salt 
Lake City, Utah. The proposed rates from Iowa, for example, 
to Pueblo of 84 cents, to Denver of 88 cents, to Laramie of 93 
cents, and to Salt Lake City of $1.08, should be contrasted, the 
protestants said, with the rate of 63 cents approved as a reason- 
able minimum by the Commission, in I. and S. 4147, on ship- 
ments of soybean meal from the middle west to Pacific coast 
ports. They added that “it must be quite apparent that the pro- 
posed rates ranging up to approximately $1.15 on soybean cake 
and meal from the same points of origin handled over the same 
lines for the much shorter hauls to destinations directly inter- 
mediate to the Pacific coast port cities are unconscionably high.” 

They said the carriers had handled the traffic for many 
years at the present rates, without any objections by the car- 
riers. They added that, “incidentally,” the carriers proposed to 
limit the cancellation to soybean cake and meal, and that failure 
to apply the cancellation on grain, grain products, animal or 
poultry mixed feeds, and other commodities competitive with 
soybean cake and meal would be “rank discrimination as be- 
tween commodities and clearly in violation of sections 2 and 3 
of the interstate commerce act.” Routes which the railroads 
intended to cancel were, though slightly circuitous in some in- 
stances, absolutely necessary to the efficient distribution of the 
soybean products, petitioners said, and asked that the Commis- 
sion investigate the matter to determine the lawfulness of the 
carrier proposal. 

The Secretary of Agriculture and the War Food Adminis- 
trator have joined in the request for suspension of the Kipp 
grain tariffs, saying that the proposed tariffs would, if made 
effective, be in violation of sections 1 and 3. They said that, 
because of the war emergency, it had been necessary to ship 
soya beans to southern and southwestern crushing plants be- 
cause of a lack of a sufficient number of such plants elsewhere. 
Very little, if any, indirect service was performed by the rail 
carriers on the movements to, the southwest, and the destina- 
tions “are generally in line of transit,” they said. The traffic 
was presently controlled by the W. F. A., the petitioners said, 
adding that when destinations were in origin territory, W. F. A. 
“orders are transferred to plants in that vicinity and shipment 
is made from a nearby plant,” and that plants in origin terri- 
tory were not permitted to ship to points in line of transit of 
the southwestern plants, “thereby conserving transportation by 
avoiding back hauls and indirect routing.” 


Interstate Automobile Traffic 


Replies have been filed in No. 28190, New Automobiles in 
Interstate Commerce, to exceptions filed last May by the Amer- 
ican Trucking Associations, Inc.; National Automobile Trans- 
porters Association, Inc., and Chrysler Corporatoin to the pro- 
posed report in the matter by Examiners William A. Disque 
and H. C. Lawton. In their proposed report, issued last Janu- 
ary, the examiners recommended that the Commission find not 
shown unlawful interstate rates, charges, rules, regulations, 
and practices throughout the United States for the transporta- 
tion of new automobiles by rail, in carloads, by truck-away, 
tow-bar, or drive-away methods, and by any of those methods 
in conjunction with water carriage. 

A. T. A. and Transporters Association in part took the 
position that the examiners should have prescribed minimum 
rates for the various transportation agencies and, in doing so, 
should have found unreasonable rail rates lower than common 
carrier trucker rates. Chrysler objected, chiefly, to the findings 
that rates on new automobiles moving from its plants at De- 
troit and Evansville, Ind., were not unreasonable despite the 
fact that lower rates applied on automobiles moving from 
assembly plants of its competitors elsewhere, and that the rat- 
ings in all classifications were not unreasonable though gen- 
erally in excess of the fourth class rail rating (see Traffic 
World, May 20, p. 1376). 

The Automobile Contract Carriers’ Association, replying to 
the exceptions, says that even if the evidence on costs and 
other matters warranted the Commission to exercise its author- 
ity to prescribe minimum rates by railroad and motor carriers, 
“and it does not,” the practical considerations were such as to 
make it difficult if not impossible for such prescription. Admit- 
ting that almost all its members are engaged, or were engaged 
prior to the war, in transportation for the General Motors Cor- 
poration, the contract carrier association denies allegations by 
Chrysler that its members were “satellites” of General Motors 
used by General Motors “as a means of beating down rail 
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‘@ America’s railroads—what an important 


part they played in the months which preceded D-Day! 

Men, food and equipment rolling from every part of the country, 

day and night, toward strategic points from which our assaults 

against tyranny are being unleashed. 

@ And now that the offensive is ours, supply lines must be fed with an unbroken 
flow of men and materiel with which to sustain the attack. 

To accomplish this there must be, more than ever, “Gull Steam Ahead!” 

® We hail the splendid cooperation of shippers which is making 

it possible for us to handle our part of this tremendous job. 


It’s teamwork like this that proves you can’t beat the American way 
of getting things done. 


H. L. FORD, FREIGHT TRAFFIC MANAGER, 547 W. JACKSON BLVD., CHICAGO 


MOLI = 
COUNCIL Fa GALESBu; 
BLUFFS .yot™ S, — us 
ye “Se 
SN" QUINCY FY %® Py “2 
ST. JOSEPH" 3 Mg] RE . 
————=—_.. ; ! i 
—e Z I> 


NORFOLK ° 


a Way o 








\ LU : 
= FS, Zz je RAY ree 
5 SAN DIEGO ‘ WICHITA FALLS — : Q | / << 
£ Paso FORT WORTH 3% ———. 
‘ : | [| : 
spiaeaias - - ” Nitti ae | x) as : 
: : Ws : 


Through its 22 principal gateways and more A | 1 
than 200 interchange points, the BURLINGTON : ' \| [ | f] 0 1 f] 
serves as an essential link between railroads | : 

from the East, West, North, and South. Route 
















































208 





rates.” It says the record clearly showed that the railroads 
had reducel rates from some points on their own initiative and 
not because General Motors requested reductions. It points 
out that in the exceptions of Transporters and of Chrysler, no 
allegation had been made that the contract carriers’ rates were 
unreasonably low. It says that its members were very much 
concerned with the common carriers’ effort to persuade the 
Commission to prescribe minimum rail rates higher than exist- 
ing rail rates “if by such action the Commission should also 
prescribe a higher level of minimum rates for the contract 
carriers and relate those rates to the rail rates.” It says that 
the “cost of one mode of transportation should not be related 
to the cost of another as a means of determining proper rate 
level for each.” It adds that “the very nature” of contract 
carriage requires flexibility to meet various changes in costs 
that occur from time to time. 

General Motors Corporation, replying to the exceptions, 
urges that the findings and recommendations of the examiners 
be sustained and the proceeding dismissed. It says that the 
finding that the rates and charges involved were generally 
compensatory to all carriers, should be found justified. It says 
that the examiners were correct in not recommending a re- 
duction in the rail classification rating because the order of 
investigation in the cases did not include classification ratings 
among the subjects covered thereby and, additionally, ‘the 
Commission has repeatedly stated that the question of rates 
must be kept separate from that of classificfiation ratings.” It 
says that Chrysler was seeking to offset its own disadvantage, 
in not controlling the transportation of its automobiles, com- 
pared to the advantage of General Motors and the Ford Com- 
pany in controlling movements in large volumes of its auto- 
mobiles following assembly. 


Motor Rates in Past 


Edgar Watkins, Jr., attorney for Central Truck Lines, Inc., 
and Wilson Truck Co., Inc., has filed exceptions to the proposed 
report of Examiner C. W. Bennett in MC C-387, Victory Granite 
Co. vs. Central Truck Lines et al., in which the examiner pro- 
posed dismissal and found unreasonable a joint through second 
class rate of $3.25 a hundred pounds on a shipment of polished 
granite, in crates, from Sauk Rapids, Minn., to Tampa, Fla., so 
far as it exceeded the aggregate of intermediate rates totaling 
$2.48 a hundred (see Traffic World, June 3, p. 1497). The exam- 
iner referred to Bell Potato Chip Co. vs. Aberdeen Truck Line 
et al. in which, he pointed out, the Commission had said that 
complaints alleging unreasonableness of rates in the past, under 
part II of the act, should not be brought prior to the institution 
of a suit in court seeking damages predicated on the unlawful- 
ness alleged in the complaint. 


Mr. Watkins excepted to the fact that the examiner had not 
recommended dismissal on the ground that the Commission had 
no jurisdiction to pass on the unreasonableness of a motor car- 
rier rate applicable in the past and that any order entered in 
the instant proceeding would be a nullity. He also excepted to 
the fact that the examiner had not recommended dismissal, or 
that the complaint be held in abeyance until amended to show 
that a suit had been instituted, and that the statute of limita- 
tions had not barred the claim of the complainant against the 
defendants. 


He said that section 216 of the act was specifically limited 
to a finding by the Commission that “the rate is or will be un- 
just or unreasonable.” Section 204(c) of the act, he said, dealt 
with violations and gave the Commission power to “issue an 
appropriate order to compel the carrier or broker to comply 
therewith,” and, he continued: 


This, of course, is part of any statute dealing with the powers of 
an administrative body, but in order to show that the Commission is 
not exercising any power under this section, the only order recom- 
mended in this case is an order to discontinue, and an order issued in 
connection with the potato chip case above referred to is an order dis- 
continuing the procedure, and there is no order requiring the defend- 
ants to comply with any section of the interstate commerce act, and 
none is in contemplation in this case. It seems to us that the Commise 
sion is attempting to add together various sections of the interstate 
commerce act and to evolve therefrom more power and a larger juris- 
diction than exists in the sum of the powers in each of the sections. 


Mr. Watkins said that the Commission, in the Bell case, was 
using the reasoning of the Supreme Court in Texas & Pacific Ry. 
Co. vs. Abilene Cotton Oil Co., 204 U. S. 420, as supporting the 
argument that Congress had given it the same jurisdiction when 
there were no sections in part II comparable to sections of part 
I granting the Commission power to give damages, that were in 
effect at the time that case was decided. 

He said that neither of the defendants had had any dealing 
with the complainant and that neither of them had been shown 
to have received any money from the complainant. Therefore, 
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he added, this was the type of frivolous case that the Commis. 
sion was trying to prevent when it laid down the rule in the 
Bell case that the complainant must show a valid suit pending. 
No such showing had been made in the instant case, he said, and 
that he did not believe the complainant could show any suit 
pending against these defendants that would not be subject to gq 
general demurrer in any court. If the Commission intended to 
carry out the program of preventing “this new-found jurisdic. 
tion” from creating frivolous and moot complaints, it must 
dismiss this case or delay the proceedings until the complainant 
showed it had a suit pending in a court of common jurisdiction, 


INTERSTATE MOTOR CONTROL 


B. H. Meyer, former member of the Commission, and trus- 
tee of 148,476 shares of stock of United States Freight Co., has 
filed a petition with the Commission for reconsideration in 
MC F-2181, United States Freight Co.—lInvestigation of Con- 
trol—Interstate Motor Freight System, embracing MC F-2224 
A. S. Hickok—Investigation of Control—Interstate Motor 
Freight System. In those proceedings the Commission, by a 
report and order, found that control of Interstate Motor Freight 
System, of Grand Rapids, Mich., in common interest with other 
motor carriers and with freight forwarders had been accom- 
plished and was continuing in violation of sections 5(4) and 
411(a) of the interstate commerce act, and ordered certain of 
the respondents to terminate such violations (see Traffic World, 
June 24, p. 1685). 

Mr. Meyer asked that the Commission’s report be corrected 
to show that the 148,476 shares of stock had been owned and 
at all times mentioned in the report stood of record in the 
name of Linden Securities Corporation that none of the shares 
at any time stood in Mr. Meyer’s name, individually or as 
trustee. He said the Commission had erred in concluding that 
he had participated in the continuance of the unlawful control 
of Interstate, as found in the report, and in refusing to dis- 
continue this proceeding as to him. He asked that the report 
be corrected as to these facts and that, on further consideration, 
the investigation be discontinued as to him. 


GREYHOUND CONTROL 

The Commission has instituted two investigation proceed- 
ings to inquire into the possible control of Southern Limited, 
Inc., and Southeastern Stages, Inc., by the Greyhound Corpo- 
ration. 

In MC F-2583, The Greyhound Corporation—Investigation 
of Control—The Southern Limited, Inc., the order instituting 
the investigation said that the control or management of South- 
ern might have been effectuated and might be continuing in 
violation of section 5(4). The following were made respondents: 

The Geryhound Corporation; R. A. L. Bogan; Ivan Bowen; Merrill 
Buffington; O. S. Caesar; Robert Driscoll; John M. Fitzgerald; Vada 
Fitzgerald; R. L. Griggs; A. M. Hill; W. S. Moore; R. E. Thibert; 
Grace D. Thibert; G. W. Traer; W. E. Travis; R. N. Vandermeer; 
H. G. Wellington, and C. E. Wickman. 


In MC F-2584, The Greyhound Corporation—Investigation 
of Control—Southeastern Stages, Inc., the order of investiga- 
tion said that control or management of Southeastern in a 
common interest with Atlantic Greyhound Corporation and 
other carriers affiliated with it, might have been effectuated 
and be continuing. The following were made respondents: 


The Greyhound Corporation; Atlantic Greyhound Corporation; John 
W. Alspaugh; R. A. L. Bogan; Ivan Bowen; Merrill Buffington; O. S. 
Caesar; Robert Driscoll; George S. Engle; J. L. Gilmer; R. L. Griggs; 
J. W. Hughes; L. L. Hughes; Arthur M. Hill; P. D. Koontz; C. T. 
Leinbach; A. Bliss McCrum; R. M. Medlock; W. S. Moore; A. C. Ship- 
man; E. I. Shipman; G. W. Traer; W. E. Travis; H. G. Wellington, 
and C. E. Wickman. 


NEWTEX STEAMSHIP APPLICATION 


Agwilines, Inc., Bull Steamship Line, Pan Atlantic Steam- 
ship Corporation, Seatrain Lines, and Southern Steamship Com- 
pany, protestants in W-896, Newtex Steamship. Corporation 
Common Carrier Application, have filed a joint brief asking 
the Commission to dismiss the application without prejudice 
to its resubmission for consideration “in an atmosphere of 
going operations.” 

The brief says that Newtex does not now and has not 
since 1940 operated in coastwise steamship service, and, though 
it has “available” three “old Lake vessels,” it has not sought 
authority from the War Shipping Administration to operate 
in the war period. The brief says that applicant’s contention 
that it must first have a certifictae from the Commission in 
order to go forward with its plans to resume operation “can- 
not be indulged” because the Commission at present is not 
in a position to apply the factual standards contemplated by 
the act in respect either to present or future public convenience 
and necessity. At present, the brief says, the burden of proof 
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its proposed operations, but it “is perfectly obvious that the 
present must be considered as a blank” and, as to the future, 
“we insist that the application should be considered in a frame- 
work of going operations and not in the realm of speculation.” 
Concluding, it says the application should be denied as pre- 
mature, or at least held in abeyance until operations are re- 
sumed, and that if conditions were as they were before their 
own lines discontinued service, there could be no public need 
for additional service. 

















T. P. & W. Issuance of Notes 


Correspondence between Director Sweet, of the Commis- 
sion’s Bureau of Finance, and George P. McNear, Jr., president 
of the Toledo, Peoria & Western, in connection with the latter’s 
application in Finance No. 14607 for authority to issue $100,000 
of 3 per cent notes, series A, due June 1, 1949, under an in- 
denture providing for issuance of notes limited, as to principal 
outstanding at any one time, to $500,000 (see Traffic World, 
July 1, p. 25), shows that the application has been held in 
abeyance since June 24. 

On that date, Director Sweet wrote Mr. McNear asking 
information as to “the principal items and the amounts thereof 
which constitute the necessity for obtaining working capital, 
and also state for what period of time it is expected such 
amount of working capital would be sufficient.” Director Sweet 
also said that, inasmuch as the applicant was not in possession 
of its railroad properties and therefore “not deriving income 
therefrom” he desired advice as to its ability to pay the notes 
when due and the interest accruing thereon during their life. 

Following a second letter from Director Sweet, dated July 
13, Mr. McNear replied, saying that the working capital was 
for the ten months from June 1, 1944, to April 1, 1945. The 
amounts he named were: Executive salaries, $33,000 for him- 
self, and $23,000 for “continuous and in some cases special, 
services of persons serving in executive capacities dealing with 
accounting, legal, engineering and traffic matters;” traveling 
expenses, $3,500; miscellaneous expense, $4,000; emergency and 
reserve, $21,500; and interest on the notes for five years, at 3 
per cent, $15,000. 

Mr. McNear said that because the government had refused 
to make any advances, the $15,000 for interest on the notes 
for five years would be taken out of the loan. He said it was 
expected that the railroad properties would be returned to the 
corporation within the five-year period, and that, while the 
applicant did not anticipate that the claims against the govern- 
ment and others, arising from the taking, etc., would be finally 
determined and settled within that period, it felt certain that 
when its railroad properties were returned to it, it could make 
prompt disposition of the loan by paying it off or by refunding 
it with a short-term loan. 

Among the questions asked by Director Sweet was one as 
to the name of the prospective purchaser. Mr. McNear said 
that he had entered into negotiation with two banking institu- 
tions that had expressed willingness to purchase the $100,000 
in notes, but did not name the banks. 

















































T. P. & W. Injunction Suit 


Counsel for the Toledo, Peoria & Western Railroad and 
for its owner, George P. McNear, in a hearing this week 
before Judge J. Leroy Adair of the federal district court at 
Peoria, Ill., on the railroad corporation’s suit to enjoin the 
federal management of the T. P. & W. from continuing in 
possession and control of the railroad and from proceeding 
with certain track construction work on a part of the road 
in Macomb county, Ill., said they would seek to show that 
the executive order of the President directing the Office of 
Defense Transportation to operate the T. P. & W. (executive 
order No. 9108) and the President’s executive order authoriz- 
ing payment of certain advances by the O. D. T. director out 
of net cash earnings of the road (executive order No. 9320) 
provided only for operation of the road and did not authorize 
additions and betterments (see Traffic World, July 1, p. 25, 
and July 15, p. 141). 

Attorneys for Mr. McNear at the hearing were Clarence 
W. Heyl and John M. Elliott, of Peoria, and Edwin R. Eckersall, 
of Chicago. The federal government was represented by Clair 
Rodewig, of the legal staff of the O. D. T., and Hubert Mar- 
golies, of the office of the Solicitor General, Department of 
Justice. Defendants in the railroad corporation’s injunction 
suit are Holly Stover, federal manager of the T. P. & W., and 
George Voelkner, general manager for Mr. Stover. 

The railroad corporation contended, first, that the taking 
and continued possession of the road under executive orders 
Nos. 9108 and 9320 were illegal because, it said, there was no 
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statutory authority for the President to issue such orders, and 
because of the government’s failure to provide or pay compensa- 
tion to the ownership and the government’s denial of the cor- 
poration’s claimed rights of conpensation. Moreover, the plaint- 
iff averred, whatever authority executive orders Nos. 9108 and 
9320 did have became of no further force or effect after the 
President “legally” issued evecutive order No. 9412, by which 
the Secretary of War was directed to take over all the rail- 
roads. When the Secretary of War relinquished possession of 
the roads, in January, 1944, possession of the T. P. & W. was 
relinquished to its ownership, not to the federal management of 
the railroad, and, therefore, those who were now in possession 
of the road were there without any right whatsoever, the plaint- 
iff maintained. It said that if executive orders Nos. 9108 and 
9320 were legal and still effective, the status quo of the property 
should be protected, “to prevent irreparable damage to plaint- 
iff, until the court shall determine the scope of the authority 
of the defendants in their operation of the railroad.” 


The proposed improvement by the federal management to 
which the railroad corporation took particular exception was 
the replacement of 70-pound rail on a section of track in 
Macomb county with 100-pound rail. Mr. Rodewig told the 
court that out of 29 items of work proposed for the year on the 
railroad, only 14 could actually be done, in view of shortages 
of manpower and material. He averred that replacement of the 
70-pound rail with 100-pound rail could not damage the rail- 
road if the work were done by the federal government, unless 
the railroad corporation was required to pay for it. He told the 
court that all the work was proposed as part of the operative 
problem of the railroad and that no change in the lines was 
contemplated. The road now had 68.4 miles of 100-pound rail, 
all put in place before the government took possession of the 
road, he. stated. 


Mr. Heyl, in the opening statement for the plaintiff, ex- 
plained that abandonment of the section of road in McDonough 
county, now proposed to be improved by the federal manager 
by laying of heavier rail, and use of a new route to eliminate 
hills and curves in that part of the existing line had been 
planned by Mr. McNear prior to the taking over of the road 
by the government. . 


G. H. McKibben, of Chillicothe, Ill., Illinois division engineer 
for the Santa Fe, testified that he had examined the rail and 
roadbed of the T. P. & W. at various points in McDonough 
county, had found no indication that the rail was overloaded, 
and saw no necessity for replacement of the 70-pound rail with 
100-pound rail on the basis of the present condition of the rails. 


KEESHIN SECURITIES INDICTMENT 


The Keeshin Motor Express Co. on July 19 entered a plea 
of guilty to a charge of issuing securities without Interstate 
Commerce Commission approval, in violation of section 214 
of the interstate commerce act, in the federal district court for 
the northern Illinois district, and was fined $1,000 and costs 
by Federal Judge William J. Campbell. The charge was con- 
tained in a grand jury indictment, in 23 counts, returned June 2 
in that court (see Traffic World, June 10, p. 1562, and June 24, 

; Meee), 

° On the government’s motion, Judge Campbell dismissed 
the charge as to John L. Keeshin, president, and Joseph E. 
Donovan, vice-president and treasurer, of Keeshin Motor Ex- 
press Co., who had been named co-defendants with the truck- 
ing company in the indictment. 

Section 214 of the act requires that motor carriers seek 
approval of the Commission for issuance of securities when 
the par value of such securities together with the par value 
of securities then outstanding exceeds $500,000, and for the 
issuance of notes of a maturity of two years or less aggregat- 
ing more than $100,000. The defendants in the Keeshin Motor 
Express Co. case were charged with having issued short-term 
and long-term promissory notes bringing the company’s short- 
term indebtedness to more than $100,000 and its total indebted- 
ness to more than $500,000, without having sought or obtained 
approval by the Commission. 


Pullman Separation 


Directors of Pullman, Incorporated, in a meeting in New 
York City, July 19, decided to make efforts to dispose of all 
the interest of that corporation in the sleeping-car business 
and the properties used in connection therewith, thus adopting 
the first of two alternatives prescribed May 8 by the federal 
district court at Philadelphia in its decree requiring the Pull- 
man group to separate its car manufacturing business from its 
personal service branch (see Traffic World, May 13, p. 1307, 
and July 15, p. 142). 


In an announcement of the decision of its board of di- 
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rectors, Pullman, Incorporated, said that a plan to effectuate 
disposal of the existing sleeping car equipment would be pre- 
pared and submitted to the federal district court on or before 
October 5, 1944, for approval. In Chicago, a spokesman for 
the Pullman group said that cars owned by Pullman, Incor- 
porated, as of December 31, 1943, totaled 7,766, including 
about 700 so-called “troop sleepers.” 


By separation of the sleeping-car business from its owner- 
ship or control, Pullman, Incorporated, would confine its activ- 
ities to the railroad car and equipment manufacturing business. 
The decree of May 8 by the three-judge court, with one judge 
dissenting, directed Pullman, Incorporated, to elect to separate 
completely from its ownership and control either (a) all its 
interest in the sleeping-car business and the properties used 
in connection therewith, or (b) all its interest in the manufac- 
turing business and the properties used in connection there- 
with. It called for the carrying out of the plan of separation 
within one year after its approval by the court. 

One of the provisions of the decree authorized the purchase 
by railroads having contracts with the Pullman Co. of used 
sleeping cars “on such terms as shall be set forth in the order 
of the court approving the plan of separation.” 

The decree was entered in a suit brought by the antitrust 
division of the Department of Justice against the Pullman 
group, comprising the Pullman Co., Pullman, Incorporated; 
Pullman-Standard Car Manufacturing Co., and Pullman Car 
& Manufacturing Corporation of Alabama. 


ELKINS ACT PROSECUTIONS 

The Commission has been advised that the Aberdeen & 
Rockfish Railroad, on July 11, at Fayetteville, in the eastern 
North Carolina district, entered a plea of nolo contendere to 
an information charging violations of section 1 of the Elkins 
act, and paid a fine of $1,000. The violations in question grew 
out of the failure of the carrier to assess and collect demurrage 
charges at Fayetteville, N. C. 


MOTOR ACT PROSECUTIONS 
Municipal court of the District of Columbia, at Washington. 
Empire Milk Trucking Corporation, of Utica, N. Y., was fined 
$250, July 14, following entry of its plea of nolo contendere to 
an information charging it with failure to file with the Com- 
mission quarterly reports of revenues, expenses, and other 
statistics. The fine was required to be paid. 


RUTLAND REORGANIZATION 


In Finance No. 14635, the Rutland Railroad Co. has filed 
with the Commission a copy of its petition for reorganization 
filed with the federal court for the district of Vermont. The 
petition said that the debtor had been in receivership since 
1938 and that the property was encumbered by a number of 
described liens. It said that the company’s outstanding stock 
consisted of 89,625 shares of 7 per cent preferred stock, $100 
par value, and 1178 shares of $100 par value common stock. No 
dividends had been paid on the preferred stock since 1931, the 
petition said, and that no dividends had ever been paid on the 
common stock. 

As it was unable to pay its debts as they matured and had 
no means of borrowing or otherwise procuring funds, the 
officers and directors believed that it would be to the best in- 
terests of the creditors, both secured and unsecured, as well 
as the stockholders, to effect a reorganization under section 77 
of the bankruptcy act. 


G. F. & A. REORGANIZATION 


The Georgia, Florida & Alabama Railroad Co. has filed 
with the Commission in Finance No. 14636, a copy of its peti- 
tion for reorganization, under the bankruptcy act, filed in the 
federal court for the middle Georgia district, Thomasville divi- 
sion, and docketed in that court as No. 89. The debtor rail- 
road said it had been unable, since January 1, 1931, to meet 
the interest on its bonds, and that it had not paid any dividends 
to its preferred stockholders, due to the failure of Seaboard 
Air Line Railway Co., its lessee, to pay the rental stipulated 
in the lease, or to pay the net income arising from the appli- 
cation of a segregation formula to the operation of the 
G. F. & A. 

The railroad said its past due debts consisted of $1,750,000 
of first mortgage and refunding 6 per cent gold bonds, series A, 
constituting a prior lien on all its properties, and all of which 
were in default. It said that unpaid interest as of December 31, 
1942, amounted to $1,679,913. The railroad said it was cap- 
italized as follows: 10,000 shares of common stock of no par 
value; 10,000 shares of first preferred stock of $100 par value; 
and 5,000 shares of second preferred stock of $100 par value. 
. The petition pointed out that the G. F. & A. had gone into 
receivership in the federal court for the middle Georgia dis- 
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trict in 1931, and that the present receiver was Leon S. Dure, of 
Macon, Ga. ' 


F. E. C. REORGANIZATION 


The United States Trust Company, intervenor in Finance 
No. 13170, Florida East Coast Railway Co. Reorganization has 
filed a petition in that proceeding asking the Commissici to 
provide that, in any plan of reorganization approved by it, “the 
reorganized company shall affirm and be bound by the opvrat- 
ing agreements between Florida East Coast Railway Co. and 
Jacksonville Terminal Co., including particularly the guaranty 
of the Jacksonville Terminal Co.’s bonds. . . .” 


D. S. S. & A. REORGANIZATION 

_ The Canadian Pacific Railway Co. has petitioned the Com- 
mission in Finance No. 14484, Duluth, South Shore & Atlantic 
Railway Co. Reorganization, to defer its consideration of the 
plan of reorganization proposed by the protective committee 
for the debtor’s first mortgage 5 per cent gold bonds due Janu- 
ary 1, 1937. The Canadian Pacific called attention to the fact 
that the federal court for the Minnesota district, fourth divi- 
sion, had set down for trial on October 16 the issues as to pri- 
ority of liens. It asked the Commission to defer consideration 
of the plan until the Minnesota court had heard and determined 
all those questions. 


SALARIES IN EXCESS OF $75,000 


Secretary Morgenthau, of the Treasury, made public July 
17 a list of individuals receiving from corporations compensa- 
tion for personal services in excess of $75,000 for the calendar 
year 1942 or fiscal years ending in 1943, as required by the 
internal revenue code. 

W. M. Jeffers, president of the Union Pacific Railroad Co., 
was listed as having received salary of $75,000 and other com- 
pensation of $725 in the calendar year 1942, a total of $75,725. 

W. M. Clement, president of the Pennsylvania Railroad Co., 
was listed as having received salary of $125,000 and other com- 
pensation of $980 in the calendar year 1942, a total of $125,980, 

__ E. A. Roberts, Waterman Steamship Corporation, was 
listed as having received salary of $52,800, bonus of $40,000, 
and other compensation of $180 in the fiscal year ended Septem- 
ber 30, 1943, a total of $92,980. 


LABOR BOARD RAIL WORKER RULING 


Pointing out that several hundred companies are engaged 
in performing diverse services for railroads and on railroad 
property which are usually done by the employes of the rail- 
roads themselves, the National War Labor Board has adopted 
what it calls a “railroad resolution” the effect of which is to 
permit to be applied to the wages of the employes of such com- 
panies the wage increases provided for railroad employes in 
the national wage agreement of January 17, 1944, between the 
railroads and the fifteen cooperating railway labor organiza- 
tions. The board ruled that, though the employing companies 
were not subject to the railway labor act and that changes in 
their wage rates required approval by the War Labor Board, 
it seemed clear that the employes involved were employed in 
the railroad industry “and are entitled to the same wage ad- 
justments as the direct employes of the railroad companies in 
comparable classifications.” 

Many of the companies in question, said the board, had 
filed with regional war labor boards joint Form 10 applications 
for the same wage adjustments as were granted comparable 
employes of the railroads. Many of those forms had been ap- 
proved, it said, but others had been modified or were being held 
up to bring them in line with the area minimum going wage 
rates established by the regional boards. The board directed 
the reigonal boards to permit the wage increases as explained 
to be made “without regard to the bracket determinations for 
comparable occupations in other industries.” The ruling ap- 
plies to “the processing of voluntary wage approval cases” of 
the companies involved. 


TRUCK WAGE INCREASE 

The National War Labor Board Trucking Commission in 
a unanimous decision has directed a five-cent hourly wage in- 
crease for 3,000 employes of 125 Cleveland, O., trucking com- 
panies, retroactive to June 1, renewal date of an agreement 
with the International Brotherhood of Teamsters, Chauffeurs, 
Warehousemen and Helpers, AFL. 

The commission directed that the new wage rates remain 
in effect for two years, as requested by the employers, instead 
of one year, as requested by the union, said a commission state- 
ment continuing as follows: 


All other demands of the union were denied. The increase was 
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grante? in lieu of overtime pay after 40 hours a week. Overtime is not 
paid until after 48 hours. 

Employer groups involved in the case are: the Cleveland Draymen 
Employers Association, Incorporated, representing 52 companies; the 
Cleveland Group of Certificated and Permit Motor Carriers, representing 
55 companies; the Association of Contract Motor Carriers, Incorporated, 
representing 14 companies, and the Private Fleet Owners Service Bu- 
yeau, representing 4 companies. 

Union demands denied included a general wage increase of 10 cents 
an hour, time and a half after eight hours a day, two weeks’ vacation 
with pay and the one-year term of the contract. Overtime is paid after 
nine hours to drivers and eight hours to dockmen. The vacation plan 
provides for one week vacation with pay after one year of service. 
















SANTA FE EMPLOYMENT OF BOYS 


E. E. McCarty, general manager of Santa Fe Railway’s 
Coast Lines, has announced the launching by the Santa Fe of 
a program to provide employment for wards of the juvenile 
courts. He said the Santa Fe was undertaking this “experi- 
ment,” in collaboration with Judge Samuel R. Blake, in charge 
of the juvenile department of the Los Angeles county (Cal.) 
Superior Court, Colonel Vicente Peralta C, Mexican consul 
general at Los Angeles, and Daniel C. Marcus, consulting at- 
torney for the Mexican consulate. Fifty Mexican boys would 
be employed as track laborers in an “extra gang” having its 
headquarters at Daggett, Cal., where they would receive stand- 
ard pay and all benefits of labor agreement, Mr. McCarty said. 
He added that each boy would receive one-half of his wages and 
that the other half would be held by the juvenile probation offi- 
cer of Los Angeles county, “to be retained and accumulated by 
him as trustee until such time as the juvenile court proceeding 
is terminated, when accumulated sum will be paid the boy or 
his parents, subject to the order of the court.” 

































Travel Curtailment 


Sightseers and visitors were urged by Director Johnson, 
of the Office of Defense Transportation “to stay away from 
Chicago during the sessions of the Democratic national con- 
vention which opens there on July 19.” 

Before the Republicans met in Chicago last month the 
public was reminded by the O. D. T. that although these na- 
tional conventions were definitely a part of our political ma- 
chinery, the war-burdened railroads had enough to do to carry 
delegates, alternates and other essential persons to Chicago 
and could not be expected to care for friends and families of 
delegates and mere onlookers, said the O. D. T., quoting Di- 
rector Johnson as follows: 









































The chairman of the Democratic national committee has agreed to 
do everything in his power to confine attendance at the convention to 
actual participants. The Republican chairman made a similar promise 
before the Republicans met. Nevertheless political conventions have had 
such an appeal to sightseers that people need to remember that under 
existing war conditions they are acting patriotically if they stay at 
home and follow convention proceedings by listening to the radio and 
reading the newspapers. 


















































“In addition to the substantial number of convention can- 
cellations previously announced by the Office of Defense Trans- 
portation, eleven more organizations have reported such ac- 
tion,” Director Johnson said, adding: 


These cancellations have been made in response to the request of 
the O. D. T. that all non-war connected conventions and meetings be 
given up to lighten the burden on the country’s transportation facili- 
ties. The latest organizations listed include several national trade 
groups. Convention plans have been canceled by the following: Amer- 
ican Transit Association, annual meeting, Chicago, September 11 to 14; 
National Association of Motorbus Operators, annual meeting and con- 
ference, Chicago, August 16 to 18; National Paper Trade Association, 
fall convention; International Association of Ice Cream Manufacturers, 
anual convention; International Association of Auditorium Managers, 
Inc, annual convention Business Administration Conference of the 
Young Men’s Christian Association of North America, December; West- 
em Regional Conference of United States Attorneys, Los Angeles, July 
1B to 15; Scientific Section of the Toilet Goods Association, Inc., win- 
ter meeting, December; Daughters of Isabella, national convention; 
Texas State Chiropractic Association, August meeting, and Cooperative 
Education Association of Virginia, October convention. 


Civic leaders gathered in radio station studios in 122 cities 
over the country heard an appeal July 17 for cooperation in 
the government’s “Don’t Travel” campaign and listened to sug- 
gestions for local action to keep people off trains and busses so 
that the war job of the transportation systems could be done 
effectively, said the Office of Defense Transportation. 

Lieutenant General Brehon Somervell, commanding general 
of the Army Service Forces; Colonel Johnson, director of the 

Ce of Defense Transportation; and Mayor Fiorello H. La- 
Guardia of New York, president of the United States Conference 
of Mayors, made the appeal in closed-circuit (National Broad- 
tastins: Company) radio broadcast. 
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Their studio audiences in the 122 cities included representa- 
tives of civic organizations, service clubs, city government, news- 
papers, radio, transportation services, merchants and industrial- 
ists. The groups were urged by Mayor LaGuardia immediately 
to organize local committees to tackle the emergency war job 
before them. 

A. H. Schwietert, traffic director of the Chicago Associa- 
tion of Commerce, and secretary of the local transportation 
advisory committee of the Office of Defense Transportation, 
has sent a letter to business executives in the Chicago area, 
declaring that “the need for the curtailment of non-essential 
travel is immediate and urgent” and advocating that they 
adopt a five-point travel conservation program prepared by the 
O. D. T. The O. D. T. program calls for cancellation of attend- 
ance at conventions, trade meetings and conferences not abso- 
lutely and immediately essential to the war; for refusal by 
corporation executives to attend out-of-town meetings of asso- 
ciations of which they are members, unless such meetings con- 
tribute to the winning of the war; for promotion of an “at- 
home vacation program” for employes by personnel depart- 
ments;* for insistence that business travel be not used as an 
excuse to give wives and other members of the family a pleas- 
ure trip, and for avoidance of the purchase of Pullman reserva- 
tions on a speculative basis with subsequent cancellations on 
failure of the need for such reservations to materialize. Mr. 
Schwietert advised the addressees that their cooperation in 
this travel curtailment program would be “of tremendous help 
in making it possible for our transportation system to handle 
the greatly increased military traffic brought about by the 
intensified activities of the army and navy.” 


0. D. T. River Vessel Program 


“Imminent completion” of the Office of Defense Trans- 
portation’s extensive towboat and barge-building program, be- 
gun more than a year ago, has been announced by Ernest 
Holzborn, O. D. T. assistant director, in charge of water trans- 
port. 

Of the 21 towboats contracted for, Mr. Holzborn said, all 
but one had been built, delivered and were actively engaged 
in towing barges of vital wartime freight on the waters of the 
Mississippi system. The last of the 21, he said, was scheduled 
for delivery within the next thirty days. 

The final unit of the 155 steel cargo barges—100 for carry- 
ing oil, 55 for transporting dry cargo—was delivered less than 
a week ago, Mr. Holzborn said, adding: 


These boats and barges are of the type adapted for work on the 
Mississippi and its tributaries and are giving an excellent account of 
themselves in transporting needed commodities. The towboats differ 
from deepwater tugboats in that they are designed to get behind great 
convoys of barges, lashed securely together into one compact unit, and 
push (not pull) them up or downstream. The boats are nearly 200 feet 
long and have an approximate horsepower of 2000 each. The oil barges 
have a capacity of 9000 barrels each, the dry cargo barges are 1500 
tons capacity. As many as ten or twelve barges make up an average 
tow which one towboat can push. 

The majority of these boats and barges were built at boatyards on 
the Ohio River—at Jeffersonville, Ind., Point Pleasant, W. Va., Mt. 
Vernon, Ohio; on the Mississippi—at New Orleans, St. Louis and Du- 
buque, Iowa; and at Great Lakes ports, whence they were brought 
out, via Chicago and the Illinois Waterway, into the rivers. Some came 
from plants in Texas, via the Gulf Intercoastal Waterway. They have 
all been chartered to privately operated transportation companies, 
which are now using them. 


oO. D. T. APPOINTMENTS 


The Office of Defense Transportation has announced the 
appointment of James M. O’Dowda as acting regional director 
of the O. D. T. for the territory of Hawaii. Mr. O’Dowda suc- 
ceeds Ormond R. Bean, who was recently transferred from the 
position of regional director for Hawaii to that of regional 
director for Puerto Rico. The O. D. T. said that Mr. O’Dowda 
was a resident of Hawaii, where he was in private business ‘be- 
fore becoming an assistant director of land transportation con- 
trol of the Office of Cilivian Defense for the territory in July, 
1942. It said Mr. O’Dowda had entered the service of the O. D. 
T. in October, 1943, as a transportation specialist, and had be- 
come assistant regional director for Hawaii in May, 1944. 

Appointment of Shannon Kuhn as associate director, divi- 
sion of railway transport of the Office of Defense Transporta- 
tion, in charge of the mechanical section, and of William H. 
Russell as assistant director, division of traffic movement, in 
charge of car utilization, has been announced by Director John- 
son. In a statement the O. D. T. said: 


Mr. Kuhn succeeds Edward H. Hauer, under whom he has been 
serving as deputy. After graduation from the University of Pittsburgh 
and service in World War I, Mr. Kuhn entered the employ of the New 
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York Central Railroad. He was master mechanic for that railroad, at 
Cleveland, before joining the O. D. T. in May, 1942. 

Mr. Hauer, who had been on loan to the O. D. T. since April, 1942, 
has returned to his position with the Chesapeake and Ohio Railroad. 

Mr. Russell, who succeeds Charles F. Caley, has charge of the 
administration of O. D. T. Order No. 1 dealing with merchandise freight 
and 18-A, dealing with carloadings. He comes to his new post from 
two years’ service as director of the rail-truck conservation section in 
the O. D. T. regional office at Atlanta, Ga. He formerly was general 
freight agent of the Southern Railroad at Atlanta. His entire railroad 
career has been with the Southern and he has been stationed at various 
places in the south. His home is in Atlanta. 

Mr. Caley, after two years’ service with the O. D. T., returned to 
the position of transportation analyst of the New Haven Railroad at 
New Haven, which he had occupied before being loaned to the O. D. T. 


CAR UNLOADING ORDER 


The Commission, division 3, by service order No. 219, has 
required the New York Central to unload forthwith two cars 
containing scrap paper, on hand at Baltimore, O., consigned 
to Fairfield Paper Co. The order said the cars had been on 
hand for an unreasonable length of time. 

The Commission, division 3, by service order No. 220, has 
ordered the Baltimore & Ohio to unload “forthwith” two cars 
of lumber now on hand at Baltimore, Md., because, it said, the 
cars had been on hand an unreasonable length of time. 


REICING POTATO ORDER 


Director Clinger, of the Commission’s Bureau of Service, 
has relaxed the provisions of service order No. 200, which 
restricted the reicing or subsequent icing of refrigerator cars 
loaded with potatoes (see Traffic World, April 29, p. 1194), 
with reference to shipments originating in Nebraska. General 
permit No. 13 under the service order authorizes railroads: 


On any refgrigerator car loaded with potatoes originating at any 
point or points in the state of Nebraska, to reice in transit one time 
only and to accord the reicing at stations designated by shippers or, at 
the carrier’s option, at the first icing station on either side of such 
designated station. This general permit shall apply to all such cars 
billed or moving on the effective date hereof. 


The permit was made effective from July 15 to September 
1, and required that waybills show reference to it. 

By second amended general permit No. 13 under service 
order No. 200, Director Clinger, of the Commission’s Bureau 
of Service, has granted the following authority to railroads, 
effective July 19 to September 1: 


On any refrigerator car loaded with potatoes originating at any 
point or points in the states of Colorado, Kansas, Missouri, Nebraska, 
Wyoming, and Utah, to reice in transit one time only and to accord 
the reicing at stations designated by shippers or, at the carriers’ option, 
at the first icing station on either side of such designated station. This 
general permit shall apply to all such cars billed or moving on the 
effective date thereof. 


The permit requires that way-bills show reference to it. 


GRAIN EMBARGO SERVICE ORDER 

By amendment No. 3 to service order No. 189, by which 
the Commission required railroads to embargo certain back- 
hauls and out-of-line hauls of grain and grain products (see 
Traffic World, April 1, p. 932), the Commission, division 3, has 
eliminated the Rock Island tariff I. C. C. C-12812, item 2940, 
effective July 26. The amendment requires the Rock Island, 
five days before its effective date, to publish a supplement to 
its tariff announcing the change in the embargo of routes and 
transit arrangements. 


FRUIT-VEGETABLE CARS IN SOUTH 

By service order No. 207-A, effective July 21, the Commis- 
sion, division 3, has vacated service order No. 207, restricting 
the holding of cars loaded with fruits, vegetables and melons 
for orders, reconsignment or diversion at points in the south 
(see Traffic World, May 20, p. 1388). In the Commission’s 
Bureau of Service it was pointed out that the order, by general 
permits, had been restricted to apply to watermelons and pota- 
toes, a bumper crop of the latter having been particularly in 
view in the issuance of the order. It was added that the move- 
ment of the potatoes was well along and that the carriers felt 
the situation could be handled under customary procedure. 


ORANGE SHIPMENTS PERMITS 


By Service Order No. 218, effective July 23, the Commis- 
sion, division 3, has prohibited railroads from furnishing a car 
for loading with, or to accept for transportation or move a car 
loaded with, oranges in carload or less-than-carload quantities 
from any origin in Arizona or California, destined to interstate 
or Canadian points, except on presentation by the shipper to 
the carrier of a permit from the director of distribution, War 
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Food Administration, as provided for in marketing order No, 
66, issued by the Secretary of Agriculture on October 3, 1949. 

The order said that the movement of such oranges under 
permits was necessary to prevent congestion of traffic and ag 
shortage of equipment. 


Truck Leasing Charges 


Charges for the leasing of trucks between over-the-road 
motor carriers in fulfillment of Office of Defense Transporta- 
tion directives were exempted for an indefinite period from 
control by the Office of Price Administration, July 17. 

These charges, which have been temporarily exempted 
ffom O.P.A. price control since April 14, 1944, will remain 
under a measure of price control through a plan drawn up and 
administered by the Office of Defense Transportation. 

Under this O.D.T. plan, the lessor and lessee may agree 
between themselves what rates shall be paid for use of the 
trucks. There is no ceiling on that rate. If the parties fail to 
agree on a rate, a schedule of specfiified rates is prescribed and 
must be used. The plan further provides for an appeal to 
O.D.T. if the specified rates are deemed unsatisfactory, accord- 
ing to O.P.A., which adds: 


O.D.T. has informed O.P.A. that the plan, which has been in effect 
for the last three months during the temporary exemption from O.P.A, 
ceilings, is working successfully and that so far it has operated with- 
out the necessity of the use of the appeal procedure. O.D.T. has 
further informed O.P.A. that this method of rate control, rather than 
O.P.A. ceilings, is necessary to the success of the truck utilization pro- 
pram. 

O.P.A. said it had examined the schedule of specified rates pre- 
scribed by O.D.T. and that it does not appear that it will produce any 
inflationary effect on the rates involved. Moreover, the rates mutually 
agreed upon between lessor and lessee are subject to the practical 
limitation of the amount of revenue that the lessee can receive on 
shipments. 

Today’s indefinite exemption, effective immediately, applies only 
to the compensation charged between truck operators and for the rental 
of equipment under O.D.T. orders. It does not extend to any other 
type of truck rental, or to the rates that the operator leasing the truck 
may charge the shipper of commodities being transported in the truck. 
Thus, the prices of commodities being transported will not be effected 
by today’s exemption. 

Office of Defense Transportation require operators of trucks about 
to leave empty or partly loaded to contact other carriers, shippers, or 
O.D.T. district offices for the purpose of acquiring capacity loads or 
leasing the empty vehicles. 

Before the temporary exemption was granted on these rates, they 
were subject to the General Maximum Price Regulation, with the high- 
est rate charged in March, 1942, being the ceiling for each individual 
carrier. 

(Amendment No. 52 to Revised Supplementary Regulation No. ll 
to the General Maximum Price Regulation, effective July 17, 1944.) 







W. P. B. PAPERBOARD DIVISION 


A. B. Huyssoon, of the Continental Paper Co., Ridgefield 
Park, N. J., has been appointed assistant director of the paper- 
board division, in charge of the boxboard and cartons branch, 
the War Production Board has announced. He succeeds Ralph 
A. Powers, who resigned in June to return to the Robertson 
Paper Box Co., in Montville, Conn. As chief of the boxboard 
and cartons branch, Mr. Huyssoon would handle the problems 
of production, distribution and grades of boxboard, folding and 
set-up boxes, R. W. Whitney, paperboard division director said. 
He will also have liaison duties between the paperboard divi- 
sion and other W. P. B. division, government agencies and 
industry. 

Mr. Huyssoon was formerly chief of the paperboard sec- 
tion when it was a part of the pulp and paper division, from 
April to October, 1943. After the reorganization of the pulp 
and paper division, the paperboard section became the papel- 
board division. 

The W. P. B. paper division had moved its offices in Wash: 
ington from the old Fisheries Building to Temporary Building 
“DPD”, it was announced by Rex W. Hovey, director of the pape! 
division. 


W. P. B. PAPERBOARD ORDER 


Revised regulations covering the use of paperboard, includ- 
ing folding boxboard, set-up boxboard and some miscellaneous 
grades of paperboard, have been issued by the War Production 
Board in the form of an amendment to conservation order 
M-378. 

In order to receive shipments of paperboard after August 7, 
everyone except jobbers or small users must file a report with 
the War Production Board before that date, stating the tonnage 
of products made from paperboard in the first quarter of 1944, 
defining the products and estimating the proposed third-quarter 
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roduction, Arnold B. Huyssoon, assistant director of W. P. B.’s 
paperboard division, said. 

The reports from the paperboard consumers, Mr. Huyssoon 
explained, would be used by the paperboard division as the 
pasis for preparation of a paperboard authorization system for 
the fourth quarter beginning October 1, 1944. Such a system, 
he said, probably would be similar to the procedure established 
for containerboard control under order M-290. 


PAPER FOR TRANSPORTATION TICKETS 


By an amendment to its commercial printing and duplicat- 
ing order L-241, the War Production Board has removed certain 
restrictions as to the weight of paper used for transportation 
tickets. Heavier weight coated papers may be used, the maxi- 
mum basis weight being (22% by 2842) 90 pounds. 
















SUGAR ZONES OUT 


Suspension of zoning restrictions on the distribution of 
sugar by continental cane refiners and domestic beet sugar 
processors—in effect since 1942—has been announced by the 
Office of Price Administration. In a statement it said: 








The zones, which have been revised from time to time, now closely 
approximate the normal distribution areas of most refiners and beet 
processors, and because most sugar refiners will be operating at capacity 
during the next three months, selling their product to customers in the 
markets normal to them, it was decided to suspended the zoning re- 
quirements. ; 

End of zoning restrictions should result in the distribution of 
slightly more sugar during the coming three months than would have 
been likely under zoning, because a producer will now be able to sell 
to a customer across a zone line when he can produce sugar enough 
to do so. 

Zoning restrictions will be returned at a later date if required to 
maintain even distribution of sugar throughout the country. * 

At present, distribution of sugar in the east and west is ‘‘in bal- 
ance,’’ and as long as this balance of distribution and supplies continues, 
zoning of sales should not be necessary. 

Zoning of distribution originally was initiated in 1942 to (1) assure 
the availability of sugar throughout the country (2) minimize govern- 
ment expense in moving sugar to deficit areas, and (3) reduce cross- 
hauling to a minimum. 

(Amendment No. 2 to Eleventh Revised Zoning Order No. 1 under 
Revised Ration Order 3—Sugar—effective July 14, 1944.) 
































CARS FOR CHRISTMAS TREES 


Railroads have been advised by Chairman Kendall, of the 
A. A. R. car service division, that, because of the demands for 
flat and gondola cars to meet war program needs, only rough 
freight, plain box or automobile box cars will be furnished for 
the shipment of Christmas trees in the 1944 season. Canadian 
roads had concurred in this restriction and would be governed 
accordingly, said Mr. Kendall. Experience of the last two years, 
he said, had demonstrated that it was entirely practicable to 
move the trees in plain box or automobile box equipment. No- 
tice of the restriction against use of flat and gondola cars for 
shipment of Christmas trees was sent now because cutting of 
the trees began well in advance of the annual shipments, said he. 
















WASTING GASOLINE 


Bus and truck drivers who waste gasoline by letting their 

motors idle while in terminals or on service routes are incurring 
increased public disfavor, letters received by the Office of De- 
fense Transportation indicate, says the O. D. T. 
_ “O. D,. T. has requested that bus and truck drivers cooperate 
in Conserving gasoline by turning off their motors when vehicles 
are not in use,” Director Johnson said. ‘However, letters of 
complaints still call attention to cases where fuel is consumed 
by idling motors, while motorists are restricted in travel by 
gasoline rationing.” 






















oO. P. A TIRE INSPECTION ORDER 


By amendment 79 to ration order 1A, tires, effective July 25, 
the Office of Price Administration says it has restricted author- 
ity for inspections of truck tires to stations having facilities 
and personnel capable of doing a thorough, specialized job to 
the end that “no tire goes out of service before it has given 
its last mile of wear.” 

“The truck tire situation is extremely critical and is be- 
Coming more so,” said O. P. A. “More large size truck tires 
are being rationed than have been produced for replacement 
of civilian needs. ,It is inevitable that quotas will be exhausted 
early because of greater wear and tear on truck tires during 
hot weather.” 

Under the amended order, said O. P. A., official truck and 
Passenger tire inspection stations would be authorized to inspect 
all types of tires for which replacements were sought. In ad- 
dition they would make the periodic inspections required by 
the Office of Defense Transportation—an inspection of tires on 
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commercial motor vehicles and trucks every six months or every 
5,000 miles, whichever was first. 

Inspection fees and charges for demounting and replacing 
a tire will be the same as in the past. 


Truck Tire Shortage 


The American Trucking Associations, Inc., as the result of 
“a spot-check of tire needs by highway carriers,” said break- 
down “of America’s domestic transportation system is imminent 
unless immediate relief is found for the shortage of large-size 
truck tires.’ Commenting on the situation, Ted V. Rodgers, 
president of A. T. A., said: 


Actually, we believe, the threat of a national transportation tie-up 
is more acute right now than it was last December when the Govern- 
ment took over the railroads. The armed forces and lend lease are 
taking almost all large size tire production and Rubber Director Brad- 
ley Dewey reports tire production sagging. O. P. A. has pulled back 
from the states all reserves for July, and July quota is about ex- 
hausted. August quota as now set, is but 60,000 tires and we need at 
least 200,000. Trucks operating long distances through open country 
have no spares. Trucks must not go down or our major cities will be 
threatened with the loss of their supply of milk, meat and vegetables. 
No other form of transport can handle the job. Our railroads depend 
upon trucks for pick-up and delivery and to clear their terminals. This 
is a real crisis. Some drastic and immediate action must be had. 

As of July 15, a partial check reveals 1,920 vital motor trucks down 
for lack of tires with another 2,695 ready to be put on jacks for the 
same reason. Merely to get the 1,920 rolling will require 14,012 large- 
size tires which apparently will have to come out of August quota since 
July quota is exhausted. August quota as now fixed is but 60,000 tires 
so it will be necessary to use 23 per cent of next month’s quota to re- 
instate trucks down the middle of this month. How many more will be 
needed for the thousands of trucks which will go down between now 
and August 1 is a matter of speculation, but at the present pace will 
use up the rest of the August quota. 


Mr. Rodgers said that a breakdown in motor transport 
would cripple the country’s transportation just as effectively as 
a rail tie-up, not only “because trucks haul one-fifth of America’s 
freight” but because of the vital nature of what they haul. 
Trucks were meeting assembly line schedules in thousands of 
war plants producing aircraft, tanks and ordnance and only the 
speed of motor transport, computed in hours instead of days, 
could handle this demand, he said. Continuing, he said: 

More than 54,000 American communities have no rail transporta- 
tion and depend almost entirely on truck and bus transportation. All 
their food, clothing and raw material and finished products for their 
industries come by truck. Our agricultural economy is, geared to the 
motor truck with official figures showing that 98 per cent of all food 
from our farms is handled by motor truck at one stage or another of 
its journey from farm to market. Rail transportation is dependent upon 
the motor truck, not only for pick-up and delivery service but because 
our nation’s rail transport will surely break down almost at once if 
the load carried by trucks is switched to the rails. 


“Worst spot in the country, the survey shows,” said A. T. A., 
“is Illinois where 457 trucks, needing 4,097 tires, are now out of 
service, stripped bare of rubber. Michigan, where a survey of 
war plants showed 65.2 per cent of all inbound and 69 per cent 
of all outbound freight carried by motor truck, has 269 trucks 
now down and 1,069 big tires needed to get them off the rims. 
North Carolina with 145, Indiana with 129 and Oklahoma with 
127 now down and 675 about to go down are especially bad 
spots. Other states with a serious immediate problem are Mary- 
land, Tennessee, Nebraska, Ohio, South Carolina, Missouri, Ar- 
kansas, Colorado, Pennsylvania, and Montana. 

“Typical of the effect of the laying up of trucks is the situa- 
tion in Montana where eight million board feet of logs are lying 
on the ground because trucks which haul them are down and 
Indiana where one company hauling 250,000 tons of steel an- 
nually to key war industries is beginning to lay up trucks.” 

In releasing the survey the A. T. A. said it was “only a spot- 
check and is not by any means a listing of all trucks now down. 
Affiliated state associations making the check furnished the 
names of carriers down as well as number and size of tires 
needed to ensure a factual check-up rather than estimates.” 

“Increasing production of the large-size tires will be most 
helpful,” said Mr. Rodgers, “‘but it will not solve the immediate 
problem. We feel that quick relief can be had only by making 
available a greater share of new production. In addition, any 
inventory of tires held by the military in this country and not 
urgently needed for war purposes should be made available at 
once to bring trucks now down back into service. We are 
aware of the pressure of military needs but we are also certain 
that the overall military supply picture as well as our civilian 
economy is drastically threatened by the current shortage.” 


Chicago Meeting 


The tire situation will be discussed by government officials 
and leaders of the trucking industry at the Medinah club, Chi- 
cago, July 25. Ben Leventhal, president, Central Motor Freight 
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Association, announced the meeting following announcement 
that August civilian quotas would be cut from an expected 
140,000 to 60,000 heavy duty tires nationally. Expected to attend 
the meeting are Maj. Alex Baxter, Army transportation corps; 
Frank Purse, regional director, Bureau of Motor Carriers; 
Frank Corcoran, district manager, O. D. T.; Earle Dunne, O. 
P. A. tire rationing chief for the area; for the for-hire trucking 
industry, Harry F. Chaddick, John L. Keeshin, David Ratner, 
Barney Cushman and Mr. Leventhal. 


Tire-Making Manpower Shortage 


“It is almost two years since the Baruch committee said ‘if 
we fail to secure quickly a large new rubber supply, our war 
effort and our domestic economy both will collapse’,” said Brad- 
ley Dewey, Rubber Director, in an address July 17 at the “Tires 
for Victory Rally,’ at Akron, O. 

“They went on to say, ‘Thus the rubber situation gives rise 
to our most critical problem.’ Today we have the large new 
rubber supply. During the second quarter of this year the coun- 
try produced 209,000 long tons of synthetic rubber or at the rate 
of 836,000 long tons per year; during the first half of the year, 
376,000. This is within 300 tons of the estimates of the Fifth 
Progress Report.” 

Continuing, he said: 


Our producing capacity is now so great that we have been able to 
lend some synthetic rubber manufacturing facilities to provide extra 
quantities of high-octane gasoline called for by the invasion, the con- 
stant-bombing of Germany and the ever-increasing far-flung operations 
of the navy and army in the Pacific. All of this is a satisfaction to you 
of Akron and the rubber industry who have played such an important 
part in the building of the synthetic rubber program. 

But to what avail is all this, if we do not make enough heavy-duty 
tires to meet all of the demands of the army, navy, air forces and the 
merchant marine and keep rolling the truck and bus operations essen- 
tial to feed and supply the civilian population and to carry workers and 
supplies to and from the arsenals of democracy. All the work that has 
been done in building the synthetic industry, in providing new ma- 
chinery in the rubber manufacturing plants and in providing extra 
rayon and cotton tire cord, is today jeopardized by shortage of man- 
power for the building of large heavy-duty and airplane tires. Two of 
the ways in which this can be solved are by new workers and by extra 
output from the workers now on the job. 


Mr. Dewey said the army had agreed to release from active 
duty a number of fully trained tire makers 30 years and over 
in age who were still in the United States. The War Manpower 
Commission and the War Production Board were taking steps to 
increase the number of tire makers, said he. Despite all that, 
said he, now was the time for every worker in the tire plants 
“to make his final sprint.” 


Bus Production 


Manufacturers of integral busses expected to be able to 
meet their production schedules for the second half of 1944, 
the War Production Board said July 20 after a meeting of 
the Bus Manufacturers Industry Advisory Committee. Integral 
busses are those built with the chassis and body as one unit 
as distinguished from the body-on-chassis type. 

Production of busses in the first half of 1944 fell below 
schedule, representatives of the W. P. B. transportation equip- 
ment division reported to the meeting. Production of 7,000 
integral busses and 10,000 body-on-chassis was programmed by 
W. P. B. for 1944 and in the first six months 1,824 integral 
busses and 2,200 body-on-chassis types were produced. How- 
ever, the production of integral busses and heavy trucks would 
be subject to special directive treatment pursuant to a decision 
of the production executive committee in the procurement of 
components that should assist in making up the production lag 
in the year, W. P. B. officials said. 

Manufacturers forecast the production of 11,500 integral 
busses in 1945, W. P. B. officials said. The program approved by 
W. P. B. for the various claimant agencies provides for 10,392. 
This forecast would depend on war developments and might 
have to be cut back on a quota basis to the total of the program, 
W. P. B. representatives told the committee. 

Committee members told a representative of the Office of 
Defense Transportation that 90 per cent or more of the busses 
for use in cities were delivered over the road and only 10 per 
cent or less by freight. 

Urgent needs for new school busses to replace worn-out 
equipment and insure safety of pupils in transit are being met 
partially this year, after almost total lack of new equipment 
of this type for the last two years, according to the O. D. T. 

“War Production Board approval of 1944 production quotas 
will enable O. D. T. to authorize purchase of approximately 
5,000 new school busses this year,” Director Johnson said. 
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“More than 2,400 of this number already have been released to 
schools where new busses are essential to prevent pupi! ab. 
sences and replace equipment no longer safe in operation.” 







Truek Trailer Production 


Based on the requirements of the claimant agencies (Office 
of Defense Transportation, Foreign Economic Administration, 
Canada, and the United States Maritime Commission), the 
commercial trailer program approved by the War Production 
Board calls for the production of 14,464 units in the first six 
months of 1945, W. P. B. reported July 20. ; 

Carryover of unfinished trailer production in 1944 was not 
expected to be scheduled in addition to the trailer program of 
1945, W. P. B. said. Instead, such unfinished production prob. 
ably would become part of the 1945 program, it was explained, 
The 1944 trailer program called for the production of approxi- 
mately 31,000 units. 

A breakdown of the trailer program for the first half of 
1945, as presented to the Truck Trailer Industry Advisory Com. 
mittee, follows: General freight, 11,248; low beds (haulers), 
263; poles, 1,570; milk tanks, 130; petroleum, 625; off-highways, 
375; and miscellaneous, 255; total, 14,464. 

In an effort to ease the critical castings situation largely 
traceable to a manpower shortage, the army, navy, War Man- 
power Commission, Office of War Information and the War 
Production Board were all participating in a program to re- 
cruit more labor for the foundry industry, W. P. B. officials 
told the committee. 

It was suggested by the committee that, where a manv- 
facturer failed to place orders for material requirements with- 
in 90 days of receiving his trailer authorization, the authoriza- 
tion be withdrawn and placed with other trailer manufac- 
turers. 

A simplified rationing procedure for trailers was recom- 
mended by the committee. It proposed an allocation system 
based on types rather than on detailed makes and models. 

Industry should refer labor problems to the local U. S. 
Employment Service office, the labor representative to the 
automotive division told the committee. Labor problems might 
also be discussed with the regional War Manpower office. If 
these problems were not settled satisfactorily in the field, addi- 
tional aid might be obtained from the industry division of 
W. P. B., he said. 

The automotive division of the War Production board has 
released figures on the yearly production of civilian trailers, 
1939-1951, with a rated capacity of five tons and over, showing 
26,931 for 1939; 32,081 for 1940; and 50,448 for 1941. Included 
in the figures were “general freight” trailers, which the division 
said included van, express, rack, platform, stake, panel, and 
special purpose trucks, as follows: 1939, 20,089; 1940, 23,685; 
and 1941, 38,356. It said that production of trailers with rated 
tonnage capacity under five tons, and trailers produced on 
direct military contract, had been excluded from the figures, 
as well as trailer bodies produced for mounting on purchased 
chasis. 













































No New Light Trucks 


In its statement notifying its district offices not to accept 
new applications for light motor trucks (see Traffic World, 
July 15, p. 146), the Office of Defense Transportation said that 
a total of 41,000 light trucks for the first quarter of next year 
had been authorized by W. P. B. on a “suspended AA-3” basis. 
This, the O. D. T. said, did not constitute an authorization to 
produce until specifically validated by the W. P. B. at some 
later date. It said the authorization permitted planning for 
production, “but not actually production.” 

“Consequently,” O. D. T. officials pointed out, “the outlook 
for new light motor trucks in the first quarter of 1945 is indeed 
gloomy.” 

Officials explained that there had been no production of 
light trucks since completion of the March, 1942, schedules. 
Since March 9, 1942, the beginning of truck rationing, there 
have been approximately 28,000 light trucks available from the 
national pool of trucks for essential civilian uses. Ordinary 
peacetime production of trucks in this class averages 300,000 
a year. Such equipment is used principally in agricultural 
work, and to a lesser extent in building maintenance and serv- 
ices, essential wholesale and retail distribution oil field pro- 
duction and exploration, and in public utility work. 

At the present time there are only 700 light trucks remain- 
ing in the national pool, of these only 300 are available for 
essential civilian uses, the remainder being “earmarked” for 
the War and Navy departments, Maritime Commission, F. F. A. 
and other “government-exempt” agencies. 

It was pointed out that against these 300 civilian trucks 
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there was a considerable backlog of light truck applications on 
which action had been withheld until the exact status of the 
pool could be determined. Applications would be processed 
from this backlog to the extent of the 300 available civilian 
units, the O. D. T. explained. 

On Angust 7, all trucks remaining in the pool which have 
not been taken up by the various agencies holding authorized 
quotas against them will be transferred to a common pool 
available equally to all agencies. The O. D. T. is hopeful that 
it can gain a few more light trucks for civilian use as a result 
of this action. 


MOTOR TRUCK PRODUCTION 


The Bureau of the Census says that production of motor 
trucks and truck tractors in the first five months of 1944 was 
984,057, an increase of approximately 8 per cent over the 263,836 
produced in the same 1943 period. It said that this increased 
production provided 26,669 medium and heavy trucks for essen- 
tial civilian use, compared with 1,167 produced for those pur- 
poses in the first 5 months of 1943. The bureau said the produc- 
tion for civilian use was under a program that provided that, in 
the first half of 1944, approximately 80 per cent of the medium, 
and 95 per cent of the heavies be allotted to the Office of De- 
fense Transportation for essential domestic transportation, while 
the share of the Foreign Economic Administration for export 
was 20 per cent of the medium and one-half of one per cent of 
the heavies. The bureau pointed out that, in 1943, the military 
services had claimed almost the entire output, including all of 
the light trucks. 

The bureau said the largest increase in production had 
taken place in the medium truck category, where 1944 produc- 
tion has been 66,131, compared with 44,153 for the first 5 months 
of 1943, and added that heavy trucks had also shown a substan- 
tial increase. It said that 37.companies, comprising the entire 
industry, had reported their production. 


Condition of Highways 


Though primary highways of the United States were hold- 
ing up better than many urban streets and most back country 
roads under the stress of wartime restrictions on new construc- 
tion, lack of adequate equipment and the manpower shortage, 
there was “progressive deterioration of varying intensity,” ac- 
cording to a report prepared by the Office of War Information. 
In part, the report said: 


Since 1930 accent has been on rebuilding and modernizing highways 
rather than on extending the size of the system. Public Roads Admin- 
istration figures show that between 1936 and 1941 there was a_decrease 
of 3,500 miles in the net length of the primary state highways to a 
total of 331,624, but nearly 100,000 miles of replacements and recon- 
struction were effected. 


Since 1941 the road-building program has been confined almost en- 
tirely to work on roads to serve war needs, such as military roads 
and roads leading to war plants. Many of these will serve peacetime 
needs, but most will not directly benefit the primary road system. 

P. R. A. figures show that in the fiscal year of 1941 most of the 
12,936 miles of new Federal aid roads were for normal purposes; in 1942 
much of the 10,178 miles were roads of war significance, while the 
1943 program of 8,445 miles excluded all but such roads. That program 


is now drawing to a close, with total construction in 1944 estimated 
at about 5,500 miles. 


Normally five per cent of the total primary State highway mileage 
is reconstructed every year. Today reconstruction of the 331,624 miles 


of main highway is at a standstill, and it is estimated that at least 
10 per cent is in need of rebuilding. 


A. M. A. Highway Policy Group 


George Romney, general manager of the Automobile Manu- 
facturers Association, has announced the formation by the asso- 
Clation’s board of directors of a highway policy committee, 
headed by Albert Bradley, executive vice-president of General 
Motors Corporation, to study highway construction and high- 
way finance problems affecting the interest of motorists and 
other highway users. He announced, also, that the A. M. A. 
would establish immediately a field services department, headed 
by Karl M. Richards, formerly on the Washington staff of the 
Automotive Council for War Production, and said the new 
department would serve to implement “the industry’s coopera- 
tion with highway users and highway officials.” 

He stated that the field services department would coop- 
erate with national, state and local organizations and public 
Officials in the highway transportation field to assist them 
Where possible in carrying out highway transportation programs 
that would serve the interests of the nation as a whole. He 
added that the department, operating with technically trained 
men, would also cooperate with officials interested in maintain- 
Ing and increasing the safety and efficiency of motor vehicles. 
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The A. M. A. would continue to join with others in giving 
financial aid and staff cooperation to the Automotive Safety 
— and the National Highway Users’ Conference, he 
said. 

“Those whose responsibility it is to plan for the postwar 
highway system,” he continued, are visualizing greatly in- 
creased use of motor cars and trucks in the postwar period, 
which will call for the engineering of the nation’s highway sys- 
tem to meet these needs, including city streets and parking 
facilities to handle America’s business and recreational travel. 

“Regulation of motor transportation should be determined 
with a view to the public interest. Artificial and unnecessary 
barriers which impede efficient and safe use of motor transport, 
or which increase the cost of producing efficient and safe vehi- 
cles, should be permanently removed and avoided. In the field 
of use, we have state highway barriers; in the field of manu- 
facture, we have costly state laws and regulations which make 
it impossible to make and sell the same type of vehicle in all 
parts of the United States. These are typical problems demand- 
ing solutions that are in the interest of all the people—of the 
nation as a whole.” 


Petroleum Transportation 


“With the diversion of many additional tank cars from 
civilian to military service, it is becoming more difficult each 
day to replenish the large civilian inventory withdrawals,” said 
Deputy Petroleum Administrator Ralph K. Davies in urging 
civilians not to “waste a drop of gasoline, kerosene, or fuel oil.” 

“More than 4,000 tank cars have been diverted from the 
East Coast shuttle service alone and the remainder (about 
60,000 tank cars) are now moving almost 50 per cent more war 
products that they did during January, 1944. Meantime, tank 
car shipments of war products from the Gulf Coast to the West 
Coast have increased almost 75 per cent during the same 
period,” said he. 


Tank car shipments of crude oil and petroleum products 
into the Atlantic Seaboard the week ended July 8 averaged 
700,277 barrels daily, a decrease of 8,836 barrels daily as com- 
pared with the previous week’s average of 709,113 barrels daily. 

The “Big Inch” (24-inch) pipeline delivered into the New 
York-Philadelphia refining area an average of 317,387 barrels 
daily for the week ended July 8, as compared with an average 
of 315,575 barrels daily for the previous week. 


The “Little Big Inch” (20-inch) pipeline pumped an aver- 
age of 183,174 barrels daily the week ended July 8, as com- 
pared with 187,419 barrels for the previous week. 


In a review of the fuel supply situation, the Office of War 
Information had the following to say about the transportation 
of petroleum: 


According to P. A. W. and O. D. T., transportaion of fuel oil is in 
a more flexible situation in 1944 than it was in 1942. Although tankers, 
which formerly provided 95 per cent of the east’s petroleum supply, are 
bringing in less than 10 per cent this year, tank cars, which in 1941 
carried only 5,000 barrels a day, are currently transporting close to 
750,000 barrels a day. 

Barges, inland shipping, pipelines owned by industry are being 
used to the full; while the ‘‘Big Inch’”’ pipelines from Longview, Texas, 
to New York and Philadelphia, and the ‘‘Little Big Inch’”’ pipeline 
connecting Beaumont, Texas, and Linden, N. J., are pouring oil and 
other petroleum products east at a rate of approximately 475,000 barrels 
per day, P. A. W. reported. 

P. A. W. explained that movements of petroleum products to the 
east coast by rail, truck, pipeline, barge, and tanker are fixed at a 
fairly steady rate of approximately 1,700,000 barrels a day. 

This amount, however, is insufficient to meet peak winter de- 
mands without extensive storage, P. A. W. said. Movement of petroleum 
products as reported by barrels per day does not provide a complete 
index to civilian supply prospects, P. A. W. warned, because on some 
days all or almost all of the material transported will be military re- 
quirements. 


Tank car shipments of crude oil and petroleum products 
into the Atlantic seaboard in the week ended July 15 averaged 
726,370 barrels a day, aS compared with 700,277 a day in the 
previous week, according to the Petroleum Administration for 
War. 

It said that the “Big Inch” (24-inch) pipeline had pumped 
an average of 316,117 barrels daily for the week ended July 15, 
as compared with an average of 317,387 barrels daily for the 
previous week. 

The “Little Big Inch” (20-inch) pipeline, it said, had 
pumped an average of 174,280 barrels daily in the week of 
July 15, as compared with 183,174 barrels daily for the pre- 
vious week. 

Chairman William R. Boyd, Jr., of the Petroleum Industry 
War Council, in a review of the petroleum industry’s perform- 
ance in June, said the largest total quantity of petroleum and 
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products ever moved to the Atlantic seaboard district in any 
one week was exceeded twice in that month. 

_ “The amount moved to this area by sources other than 
tankers was just about equal to the maximum amount ever 
‘ moved to the east coast by tanker during any prewar month, 
when about 95 per cent of all crude petroleum and products 
used in this area was brought in by tanker transportation,” 
said he, adding that the records made by the industry did not 
mean an increase in gasoline or other rationed petroleum prod- 
ucts for civilian consumption. 

In view of increasing requirement for overland movement 
of military products to the Pacific and Atlantic coasts to reduce 
tanker hauls to Atlantic and Pacific battle areas, it was of 
utmost importance that all methods of overland transportation, 
a tank cars, be maintained at maximum efficiency, 
said he. 


Revenue Ton-Miles 


The volume of freight traffic handled by Class I railroads 
in June, exceeded the same month last year by eight and one- 
half per cent, the Association of American Railroads announced 
July 21. Freight traffic, measured in ton-miles, amounted to 
approximately 63,000,000,000 ton-miles, according to prelimi- 
nary estimates based on reports received by the association 
from Class I railroads. 

Class I railroads in the first six months of 1944 performed 
approximately five and one-half per cent more revenue ton- 
miles of service than in the same period of 1943, twenty-seven 
and one-half per cent more than in the same period of 1942, 
and one hundred and fifty-four per cent more than in the first 
six months of 1939. 

The following table summarizes ton-mile statistics for the 
first six months of 1944 and 1943: 


Per cent 

1944 1943 increase 
Meret 4 MOMENE: 0 o:.6 kc ccccine 242,748,437,000 229,820,329,000 5.6 
i ia 6h dln es Shee Be a 64,000,000,000 62,146,617,000 3.0 
ES ee ree b 63,000,000,000 57,968,242,000 8.5 
G mronmthe’ total 2... .cccccscs 369,748,437,000 5.7 


349,935,188,000 
a Revised estimate. . 
b Preliminary estimate. 


RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies reported a total compensation of $311,574,139 paid to 
employes in April, 1944, the employment figure at the middle 
of the month standing at 1,412,184, according to a compilation 
of wage statistics of those roads, statement No. M-300, prepared 
by the Commission’s Bureau of Transport Economics and Sta- 
tistics. 

The employment was an increase of 65,056 or 4.83 per cent, 
over the number reported for April, 1943. The total number of 
hours paid for was 3.81 per cent greater, and the total compensa- 
tion was 16.74 per cent greater, in April, 1944, than in April, 
1943. A comparison of the number of employes who received 
pay in the month with the total hours paid for showed 207 hours 








Revenue Freight Loading 


Revenue freight loading the week ended July 15 totaled 
904,804 cars, according to the Association of American Rail- 
roads. This was 159,663 cars or 21.4 per cent above the pre- 
ceding week which included the July 4 holiday, 27,469 cars 
or 3.1 per cent above the corresponding week last year, and 
a cars or 5.6 per cent above the corresponding week of 
1942. 





Grain and Live 
grain-prod. stock Coal 
{ 1944 62,536 14,576 180,738 
EE EE IIIs 5. ug neh ei ciniaetnce {4 1943 62,504 13,941 176,249 
( 1942 51,606 9,570 163,630 
Preceding week July 8........... 1944 57,120 11,322 124,970 
Per cent increase over............ 1943 Be 4.6 2.5 
Per cent decrease under.......... 1943 
Per cent increase over............ 1942 21.2 52.3 10.5 
Per cent decrease under.......... 1942 
{1944 1,370,146 426,520 5,040,309 
Cumulative 29 weeks to July 15. {1943 1,388,315 384,066 4,603,597 
(1942 1,123,477 336,097 4,614,590 
Per cent increase over............ 1943 11.1 9.5 
Per cent decrease under..:....... 1943 1.3 
Per cent increase over............ 1942 22.0 26.9 9.2 


Per cent decrease under.......... 


Per cent to 15 year average, 121.0. 






Revenue Freight Car Loading—Week Ended Saturday, July 15 


TRAFFIC WORLD 


an employe in April, 1944, and 209 hours in April, 1943. Em. 
ployes paid on an hourly basis in April, 1944, received pay for 
29,490,022 hours of overtime, which was 11.13 per cent of the 
straight time paid for. The corresponding percentage for April, 
1943, was 8.64. 

Compensation paid for “time paid for but not worked”’ for 
April, 1944, was reported as follows: Executives, officials and 
staff assistants, $44,029; professional, clerical and _ general, 
$1,964,832; maintenance of way and structure, $571,862; main- 
tenance of equipment and stores, $2,034,299; transportation 
(other than train, engine and yard), $514,177; and transporta- 
tion (yardmasters, switch tenders and hostlers), $117,946. 

In the train and engine service compensation for April, 1944, 
was reported as follows: Straight time actually worked, $61,- 
268,335; straight time paid for, $73,861,404; overtime paid for, 
$8,314,891; constructive allowances, $3,221,859; total, $85,398,- 
154. Miles actually run totaled 560,715,621, and miles paid for 
but not run totaled 63,461,943. 

















Railroad Earnings 


Based on advance reports from eighty-seven Class I rail- 
roads, whose revenues represent eighty-one per cent of total 
operating revenues, the Association of American Railroads esti- 
rated that railroads operating revenues of $639,311,618 in 
June, were 5.6 per cent more than in the same month of 1943. 
This estimate, it was pointed out, covered only operating 
revenues and did not touch on the trends in operating expenses, 
taxes, or final income results. 

Estimated freight revenues of $467,931,069 in June were 
greater than in June, 1943, by 5.2 per cent. while estimated 
passenger revenues of $126,867,650 were greater by 7.4 per cent. 
Data by districts follow: 


Eastern District. Thirty-four Class I railroads, whose revenues rep- 
resent 91.8 per cent of total operating revenues in the Eastern District, 
estimated that their operating revenues of $318,837,394 in June were 
greater than in June, 1943, by 8.7 per cent. Freight revenue of $234,- 
644,192 was estimated to have increased 8.8 per cent and passenger 
revenue of $62,502,624 increased 8.5 per cent. 

Southern Region. Seventeen Class I railroads, whose revenues rep- 
resent 63.9 per cent of total operating revenues in the Southern Region, 
estimated that their operating revenues of $70,234,752 in June were 
greater than in June, 1943 by 3.5 per cent, Freight revenue of $51,- 
190,612 was estimated to have increased 3.5 per cent, and passenger 
revenue of $14,993,154 increased 3.2 per cent. 

Western District. Thirty-six Class I railroads, whose revenues rep- 
resent 75.9 per cent of total operating revenues in the Western District, 
estimated that their operating revenues of $250,239,472 in June were 
greater than in June, 1943, by 2.5 per cent. Freight revenue of $182,- 
096,265 was estimated to have increased 1.4 per cent and passenger 
revenue of $49,371,872 increased 7.3 per cent. 





















































































Revenue Traffic Statistics 


Ton-miles of revenue freight handled by Class I steam 
railways, exclusive of switching and terminal companies, to- 
taled 60,288,986,000 in April, 1944, as compared with 59,036,- 
486,000 in April, 1943, and 242,748,437,000 for the four months 
ended with April, 1944, as against 229,820,329,000 for the like 
period of 1943, according to a compilation by the Commission’s 
Bureau of Transport Economics and Statistics of revenue traffic 
statistics of those roads, statement M-220. 

Revenue tons carried in April, 1944, amounted to 240,752,- 
622 as against 248,985,663 in April last year, and 967,194,949 
in the four months ended with April, 1944, as against 949,418,- 
586 in the like 1943 period. 

Revenue passengers carried (including 25,732,029 commu- 
tation passengers) totaled 74,292,624 in April, 1944, as com- 
pared with a total of 67,783,660 (including 24,512,102 commuta- 




























































































Forest Mdse. 
Coke Products Ore L.C. L. Miscellaneous Total 
14,249 48,523 86,729 101,302 396,151 904,804 
12,720 46,249 89,671 97,840 378,161 77,335 
13,415 53,493 92,249 87,367 385,816 857,146 
13,682 33,258 75,146 90,991 338,652 745,141 
12.0 4.9 3:5 4.8 3.3 
3.3 
6.2 15.9 2.7 5.6 
9.3 6.0 
432,330 1,256,006 1,282,185 2,985,114 10,806,529 23,599,139 
413,864 1,189,653 1,247,007 2,738,926 10,673,087 22,638,515 
406,434 1,372,102 1,479,115 3,545,239 10,652,391 23,529,445 
4.5 5.6 2.8 9.0 13 4.2 
6.4 1.4 3 
8.5 13.3 15.8 
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tion passengers) in April, 1943. Passenger revenue for April of 
1944 ‘including commutation passengers) amounted to $146,- 
580,168, as compared with $127,919,226 in April, 1943. For the 
four months ended with April, 1944, revenue passengers car- 
ried (including commutation passengers) totaled 288,322,053 as 
compared with 268,004,154 in the same period of 1943. Passen- 
ger revenue for the four months ended with April, 1944, totaled 
$570,331,137, as against $468,309,242 for the same period in 
1943, both figures including revenue from communtation fares. 

Freight traffic averages for April, 1944, compared with 
April, 1943, were reported, respectively, as follows: 

Miles a revenue ton a road, 250.4 and 237.1; revenue a ton 
mile, 0.931 cent and 0.966 cent; revenue a ton a road, $2.33 and 
2.39. 
' For the four months ended April, 1944, compared with the 
same period in 1943, freight traffic averages were, respectively: 

Miles a revenue ton a road, 251.0 and 242.1; revenue a ton 
mile, 0.931 cent and 0.950 cent; revenue ton a road, $2.34 and 
$2.30. 




















Advisory Board Freight Estimates 


A consolidated statement of a comparison of the freight 
loading forecasts of the Shippers Advisory Boards with actual 
carloadings for the entire year 1943, sent to railroad transporta- 
tion officers by Chairman Kendall of the A. A. R. car service 
division, shows that the estimated totals in all boards for the 
four quarters of 1943 were overestimated .01 per cent. 

“The total percentage of accuracy in all thirteen boards is 
noteworthy,” said Chairman Kendall. “It is also interesting to 
note that in the 27 commodity groupings, only 6 of that number 
had variations in accuracy over 10 per cent, estimates on re- 
maining 21 commodities being considerably under 10 per cent, 
and estimates on 11 of the 27 commodities showing variations 
in accuracy of less than 5 per cent.” 

A statement included with the consolidated statement, Mr. 
Kendall pointed out, showed the accuracy of the national fore- 
cast of the boards for the 13-year period 1931-1943, inclusive. 

“The accuracy statement for said period shows that on 
actual carloadings of 284,836,744, the estimates were overesti- 
mated only 2.3 per cent,” said he. 

The boards making overestimates for 1943 and the per- 
centage of overestimate in each case were: Allegheny, 1.7; 
Atlantic States, 1.9: Great Lakes, 6.7; Mid-West, 4.2; Northwest, 
1.2; Ohio Valley, two-tenths of 1 per cent; and Pacific Coast, 2.2. 

The boards making underestimates and the percentage of 
underestimate in each case were: Central Western, 9.9; New 
England, 1.7; Pacific Northwest, 5:8; Southeast, three-tenths of 
1 per cent; Southwest, 7.6; and Trans-Mo-Kansas, 9.1. 





























FREIGHT CAR REPORT 


For the week ended July 15, U. S. railroads reported a 
daily average surplus of 17,043 freight cars, and a daily average 
shortage of 2,640 freight cars. 

The surplus was made up as follows: Plain box, 3,982; 
auto box, 79; flat, 491; gondola, 2,445; hopper, 2,113; and mis- 
cellaneous, 7,933. 

The shortage was made up as follows: Plain box, 2,339; 
auto box, 58; flat, 133; gondola, 70; and hopper, 40. 

_U. S. railroads reported a daily average surplus of 19,724 
freight cars, and a daily average shortage of 2,644 freight 
cars, for the week ended July 8, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 4,592; 
auto box, 185; flat, 771; gondola, 3,267; hopper, 3,021, and 
miscellaneous, 7,888. 

The shortage was made up as follows: Plain box, 2,436; 
auto box, 47; flat, 145; and gondola, 16. 


















ROLLING STOCK ADDITIONS 

“Class I railroads on July 1 had 41,236 new freight cars on 
order,” the Association of American Railroads said July 20. 

“On the same date last year, they had 31,744 on order. 

“New freight cars on order on July 1, this year, included 
13,506 hopper, 4,448 gondolas, 672 flat, 17,325 plain box cars, 
2618 automobile box cars, 2,167 refrigerator, and 500 stock 
freight cars. 

“They also had 581 locomotives on order on July 1, this 
year, compared with 1,024 on the same day in 1943. The num- 
ber on order on July 1, 1944, included 179 steam, two electric 
and 400 Diesel locomotives, compared with 506 steam, five 
eleci ric and 513 Diesel locomotives one year ago. 

“Class I railroads put 15,431 new freight cars in service in 
the first six months this year compared with 9,415 in the same 
Period last year. Those installed in the first six months in- 
cluded 8,615 hopper, 1,060 gondola, 843 flat, 920 automobile 
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box, 3,797 plain box, and 195 refrigerator freight cars and one 
other car. 

“They also put 494 locomotives in service in the first six 
months of 1944, of which 190 were steam, one electric and 303 
Diesel. Locomotives installed in the first six months of 1943 
totaled 293, of which 200 were steam, 13 electric and 80 Diesel.” 


FREIGHT COMMODITY STATISTICS 


The Commission has issued a statement, M-550, prepared 
by its Bureau of Transport Economics and Statistics, of tons of 
revenue freight originated and tons terminated in carloads by 
classes of commodities and geographic areas—class I steam 
railways—for January, 1942. The statement shows a total of 
110,518,639 tons of revenue freight originated and 109,411,264 
tons terminated. As to forwarder traffic, tons originated totaled 
288,602 and tons terminated totaled 306,884. By groups of 
commodities, tonnages originated and terminated, respectively, 
were reported as follows: 


Products of agriculture, 12,808,158 and 13,458,856; animals and 
products, 2,047,464 and 2,079,546; products of mines, 55,446,305 and 
52,979,874; products of forests, 6,245,903 and 8,610,251; and manufac- 
tures and miscellaneous, 31,841,860 and 31,664,143. 


RAIL FINANCIAL DATA 

At the end of April, 1944, Class I railroads, exclusive of 
switching and terminal companies, had total current assets 
$4,547,241,344, including $1,068,853,142 in cash, as compared 
with $3,633,257,028, including $1,029,368,105 in cash, at the end 
of April, 1943, according to a statement, No. M-125, selected 
income and balance sheet items of those roads, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 

The statement showed that $102,805,725 of funded debt 
would mature within six months from April 30, 1944. This 
compared with funded debt of $164,721,124 matured in the 
comparable period of last year. 

Total current liabilities stood at $2,899,468,066 at the end of 
April, 1944, as against $2,113,040,514 at the end of April, 1943. 
Included in the current liabilities was accrued tax liability 
of $1,850,290,723 at the end of April, 1944, as against $1,272,- 
286,026 at the end of April, 1943. U. S. government taxes ac- 
counted for $1,715,393,940 of the accrued tax liability at the 
end of April, 1944, as against $1,145,673,993 at the end of 
April, 1943. 


PACIFIC CAR DEMURRAGE 
The Pacific Car Demurrage Bureau reports 33,997 cars 
held overtime, a percentage of 9.17, in April, 1944, as compared 
with 36,332, a percentage of 10.7 in April, 1943, and 31,720 cars 
held overtime in May, 1944, a percentage of 7.97, as compared 
with 37,666 cars, a percentage of 10.15, in May, 1943. 


Modern Port Terminals 


“It seems to me that our future foreign trade—and our 
merchant marine too—will depend on the creation of modern 
port terminals rather than on modernization of existing piers,” 
said Thomas E. Lyons, executive secretary, Foreign-Trade Zones 
Board, in an address July 19 before the thirty-first annual con- 
ference of the Pacific Coast Association of Port Authorities 
at Portland, Ore. 

“Rehabilitation of existing structures or even the erection 
of new piers offer little in the way of a solution of the problem 
of holding commodity handling costs at levels which will as- 
sure the free flow of commerce.” 

Mr. Lyons referred to estimates that foreign trade for the 
post-war year of 1948 (assuming the war would then be over) 
would total more than thirteen and one-half billion dollars of 
which our imports would account for nearly six and one-half 
billion dollars, and post-war tonnage estimates of 34 million 
tons for exports and 33 million tons for imports. Pointing out 
that the United States would have a cargo: fleet of approxi- 
mately 50 million tons at the end of 1944, Mr. Lyons said 
sufficient tonnage should be available for resuming and ex- 
tending essential trade routes. 

“With an adequate supply of ships and sufficient available 
cargo, what else might be needed?” he asked. ‘The answer. is 
obvious—ample marine terminals immediately available for 
efficiently handling these ships and their cargoes.” 


Marine Terminal Situation 


Reviewing the marine terminal situation and the outlook for 
the future, Mr. Lyons, in part, said: 


For the present practically every pier, wharf, quay and transit shed 
in our major ports and in some instances, in the smaller ports too, 
capable of serving ocean going vessels, is being employed in the war 
effort. What part of these facilities can we expect to be immediately 
available for commercial shipping? Let us review briefly the situation 
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after the last war for it may supply the answer and help us set a 
clearer course for our post-war activities. 

When World War No. 1 broke on us in 1917 our military leaders 
were confronted with the job of embarking and supplying a huge expedi- 
tionary army from piers and docks which had already proved inadequate 
for normal commerce. 

To meet this situation, the most ambitious terminal-warehouse con- 
struction on record was carried out by the United States Army in 1918. 
Under the guiding genius of Gen. George W. Goethals, the builder of 
the Panama Canal, a series of terminals was erected at a cost of more 
than $150,000,000. These bases were located at Boston, Brooklyn, 
Newark, Philadelphia, Norfolk, Charleston and New Orleans. It was 
first proposed that the terminals be of a temporary nature but General 
Goethals expressed his feelings that with American ports backward in 
modern terminal equipment, these bases for a comparatively small 
additional cost for permanent construction could become a useful addi- 
tion to the nation’s port facilities. 

During the period between the two World Wars, limited new port 
facilities were erected by municipal and state agencies such as the 
State Docks at Mobile and the Smith Cove Terminal at Seattle. Except 
in the case of the excellent railroad owned Harborside Terminal on the 
New Jersey side of the New York harbor, private construction of public 
terminals during the past two and one-half decades was practically nil. 
Following the First World War substantially all the army terminals 
were made available for commercial operations and contributed sub- 
stantially to the sum total of port facilities. Before our entry into the 
present global conflict most of the government-owned terminals had 
been withdrawn from commercial use and when our ship construction 
and acquisition program was fully under way many municipal and 
private facilities, both piers and-complete terminals, were requisitioned 
or leased for military operations. 

As war requirements taper off, both public and privately owner 
harbor facilities will be turned back to their former operators. This 
is especially true where the government has acquired marginal piers 
either individually or in groups. Terminal properties which incorporate 
both waterside facilities and adjacent storage warehouses will not be 
released so readily, and federally owned facilities such. as the well 
coordinated army bases, and prior to the war leased for commercial 
uses, will be the last to be mustered out. In fact, some of us feel that 
defense needs for these terminals will remain long after the war is over. 

An inventory of these marine terminals shows that a substantial 
part—and what is more important, some of our most efficient harbor 
units—will not be ‘“‘standing by’’ to resume vital international trade 
functions immediately following termination of hostilities. These facili- 
ties include 30 or more piers and wharves, 80 to 100 berthing spaces and 
nearly 20 million square feet of shedded and warehouse space. 

So we have the anomaly of (1) a vast new merchant fleet and 
(2) an anticipated increase in foreign trade over any previous period— 
while at the same time a substantial reduction of available port facil- 
ities so essential to both. Despite this possible handicap, foreign trade 
will continue, for our products will be in demand not only in the home 
market but also abroad. While basic commodity prices often determine 
buying habits, transportation and handling charges may appear un- 
important in the early periods of post-war rehabilitation. However, 
let’s not deceive ourselves, unless these service costs are held in check 
our shipping interests and our industrial plants will find foreign buyers 
turning to other sources of supply the moment new marts are opened. 
In short, it seems clear that our post-war foreign trade must be re- 
sumed under conditions which indicate that our port facilities will not 
only be limited but out-moded as well. . 


Speed and Port Costs 


While my primary interest concerns our foreign commerce of the 
future, the needs of post-war shipping are just as important. Our 
merchant marine of the future will have a sea speed of at least 50 and 
possibly 100 per cent greater than our pre-war fleet. Much of this 
advantage of speed will be lost if merchant ships dissipate valuable 
time in port and terminal operations. Because of greater investment 
in propelling equipment, vessel port costs are relatively higher as the 
indicated speed is increased. While ships in all trades must of necessity 
spend idle time in port, this is particularly true in the nearby trades 
where vessels normally complete more voyages during a specific period. 

Shipping men express concern that piers, built 20, 30 or 50 years 
ago are capable of taking care of the modern cargo ship which will 
constitute our post-war merchant marine. Increased size of vessels and 
improvements in handling gear prompts the question of the ability of 
these pier structures to provide adequate transit sheds to temporarily 
hold and sort cargo. These same officials point out that the hatch open- 
ings on the modern ship are much larger than on earlier vessels. ... 

Officials of a number of Atlantic ports are at present surveying 
their respective harbor facilities to determine additions which might 
be needed to meet changed traffic conditions after the war. In several 
instances questionnaires have been sent to shippers and steamship lines 
to elicit their views on the types of commodities, shipping services and 
port facilities necessary to handle future trade. These officials know 
that the economic fabric of many nations will be altered as a result 
of this global war and some countries which heretofore were substantial 
importers of specific commodities may later produce substantial quan- 
tities of the same commodities for export. 


Foreign-Trade Zones 


In 1943, said Mr. Lyons, Congress took another forward 
step to encourage construction of efficient ocean terminals at 
our ports when it enacted the foreign-trade zones law, designed 
to encourage and promote our foreign commerce. Continuing, 
he said: 


The act sets out the essential requisites for a modern ocean freight 
terminal, including shipside warehouses and connections with adequate 
‘inland transportation facilities. In return for providing these facilities 
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and operating them as a public utility, the operator of the zone, 
may be either a public or private corporation, is granted special 
leges for handling foreign merchandise not intended or not rea 
enter customs territory. 

When I last reported to this convention at San Diego in 1] 
indicated that the New York Foreign-Trade Zone was the only 
facility operating under the Celler Act. Since then no new zones haye 
been established although the ports of New Orleans, Houston, ani San 
Francisco have applications pending with the board for the establish. 
ment of foreign-trade zones in their respective ports as soon as war 
conditions permit. 
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Miore Merchant Ship Contracts 


The Maritime Commission has announced that, at the 
“urgent request of the Joint Chiefs of Staff, contracts have 
been awarded for the construction of 262 additional ships.” It 
said all these vessels were required for the prosecution of the 
war and all must be completed before July 1, 1945, “to meet 
the constantly expanding requirements of the armed services.” 
Included in the contracts are 174 Victory ships, 30 ships of the 
C-1 type, 15 vessels of the C-2 type, seven large tankers, and 
36 coastal cargo ships. Continuing, the commission said: 


Contracts for additional 10,500 deadweight ton Victory ships have 
been awarded to the Oregon Shipbuilding Corporation, Portland, Ore., 
for the construction of 20; to the Permanente Metals Corporation, Ship- 
building Division, Richmond, Calif., for the construction of 65; to the 
California Shipbuilding Corporation, Wilmington, Calif., for the con- 
struction of 45, and to the Bethlehem-Fairfield Shipyard, Incorporated, 
Baltimore, Md., for the construction of 44 Victory type vessels. The 
commission has now contracted for a total of 520 Victory ships. 

Contracts were awarded for construction 5,000 deadweight ton ships 
of the Cl1-M-AV1 type to the Pennsylvania Shipyards, Incorporated, 
Beaumont, Texas, for four, and to the Consolidated Steel Corporation, 
Limited, Wilmington, Calif., for the construction of 26 such vessels. 

A contract was awarded to the North Carolina Shipbuilding Corpo- 
ration, Willmington, N. C., for the construction of 15 additional 
C2-S-AJ1 type vessels of 9,700 deadweight tons each. 

A contract was made with the Alabama Dry Dock and Shipbuilding 
Company, Mobile, Ala., for the construction of seven large tankers of 
the commission’s T-2 type. Contract for eight of these tankers to be 
built by the Marinship Corporation, Sausalito, Calif., was announced 
on June 12. 

Other contracts were awarded for coastal ships to McCloskey & 
Company, Tampa, Fla., for the construction of 15; to Pendleton Ship- 
yards Company, Inc., New Orleans, La., for six; to Albina Engine and 
Machine Works, Inc., Portland, Ore., for four; to Avondale Marine 
Ways, Incorporated, Westwego, La., for eight, and three to the Ingalls 
Shipbuilding Corporation, Decatur, Ala. 


SHIP CONFERENCE COMPLAINT 


In a complaint filed with the Maritime Commission, dock- 
eted as No. 633, Lykes Bros. Steamship Co., Inc., vs. Florida 
East Coast Car Ferry Co., Seatrain Lines, Inc., Standard Fruit 
& Steamship Co., United Fruit Co., and The Gulf and South 
Atlantic Havana Steamship Conference, the Lykes company 
charges that defendants have refused and failed to admit it to 
full membership in the Gulf and South Atlantic Havana Steam- 
ship Conference, in violation of sections 15 and 16 of the ship- 
ping act of 1916. It asks a cease and desist order, an order 
requiring defendants to admit complainant to full membership 
in the conference and to act on the application for such mem- 
bership, “failing in which the commission shall withdraw its 
approval to the organic agreement and all of the amendments 
thereto.” 

Complainant is an associate member of the conference, 
according to the complainant, but has not, it is alleged, been 
able to obtain action on an application for full membership. 
It alleges that the conference has taken action ‘which injuri- 
ously affected the rights, the business, and the traffic of com- 
plainant, and as to which the complainant received no notice 
until the action taken had become effective,” and that it has 
found it cannot protect its rights, its business and interest as 
an associate member of the conference. 


CALIFORNIA HARBOR CHARGES 


Following its action of May 2 indefinitely postponing pro- 
posed increases in wharfage and dockage rates as to which the 
Maritime Commission had instituted an investigation in No. 632, 
Wharfage and Dockage Increases—California Ports, the Cali- 
fornia Association of Port Authorities has sent to the commis- 
sion a resolution calling on the regulating body to make a com- 
prehensive investigation for the purpose of determining the cost 
and the value of the various services of its members ‘‘with the 
object of establishing an authoritative and, as far as practicable, 
uniform method of measuring, determining and justifying what 
the charge for each service should be, if it is to be fair to the 
various users and to the members of the association, as well as 
reasonable and compensatory.” The association further resolved 
that the members contribute toward the expense of such investl- 
gation, if requested, such sums of money as might be “meet and 
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proper, and further assist the commission and its agents in the 
work of such investigation to the fullest extent possible.” 


M. C. PACIFIC COAST DIRECTOR 


Lt. Comdr. W. Creighton Peet, Jr., USNR, has been ap- 
pointed acting Pacific Coast director of the Maritime Commis- 
sion to fill the vacancy caused by the death of E. C. Mausshardt. 
He will also continue in his present position as Pacific Coast 
director for the War Shipping Administration. He was ap- 
pointed secretary of the Maritime Commission April 27, 1937, 
and went to the west coast in June, 1943, as W. S. A. director. 

Mr. Mausshardt had been associated with the Maritime 
Commission and its predecessors since January, 1919. He was 
a native of San Francisco, Calif. 


W. S. A. PORT SERVICE FEES 


Admiral Land, War Shipping Administrator, has issued 
General Order 34, supplement 1, revising regulations governing 
compensation payable to general agents, agents and berth 
agents for port services in the continental United States. Text 
of the regulations appears in the Federal Register of July 15. 


WAR RISK INSURANCE COSTS 


War risk insurance costs on all imported commodities 
covered by the maximum import price regulation must be cal- 
culated under a new method, the Office of Price Administration 
has announced, adding: 


The new method, which becomes effective July 19, 1944, is made 
necessary by the discontinuance of war risk insurance on commercial 
cargoes by the War Shipping Administration. The latter discontinued 
this insurance on shipments made after June 25, 1944, with the ex- 
ception of shipments of coffee, cocoa, cresylic acid, chrome ore, and 
manganese ore, which are covered by other price regulations. 

War risk insurance costs for shipments made after June 25, 1944, 
may not exceed the amount of the war risk insurance premium paid, 
at rates in effect at time of shipment, on a value representing 105 per 
cent of the sum of the foreign invoice price, freight to the port of entry, 
and premiums paid for marine and war risk insurance. 

This change in method will not affect prices on imported com- 
modities since it approximates the amount of coverage allowed under 
the policies insured by War Shipping Administration up to June 25, 
1944. 

(Amendment No. 4 to the Maximum Import Price Regulation—effec- 
tive July 19, 1944.) 


CARGO WAR RISK INSURANCE 


Following its announcement of almost complete withdrawal 
from the cargo war risk insurance field, the War Shipping Ad- 
ministration has announced the closing of its New York Cargo 
Underwriting Office at 99 John Street, New York City, which 
was established to facilitate the handling of facultative cargo 
war risk insurance. Future inquiries should be directed to the 
Washington office, it said (see Traffic World, May 27, p. 1473). 


c. 1. O. ASKS FOR WORLD SHIP CONFERENCE 


The National Maritime Union of New York, at a meeting 
July 13, indorsed the maritime post-war program of the 
C. I. O., calling for an international conference to be held on 
shipping and world trade, President Joseph Curran announced. 
The Union, through its national council, asked President Roose- 
velt to call a conference of representatives of the United Na- 
tions to meet at the earliest opportunity to determine questions 
pertaining to the allocation of shipping routes after the war 
with stabilized freight rates on a world-wide basis. In a press 
conference, Mr. Curran indicated his union hoped such a con- 
ference would result in the maintenance and full utilization 
of the: United States merchant marine after the war. 

The principal aims of the international shipping and trade 
conference, he said, should be to lower tariff barriers, allocate 
available shipping among the leading maritime nations and 
establish minimum freight rates, thus eliminating “cut-throat 
competition” among ocean carriers. 

He said that he was opposed to selling any part of the 
American merchant marine to other nations or having any 
part of it laid up as a permanent national defense pool. 


HAWAIIAN CARGO SPACE PROBLEM 


_ A. J. Kelley, chairman of the export and import traffic com- 
mittee of the National Industrial Traffic League, has advised 
that the M and S permit system, as applied to shipments to 
Hawaii, has been discontinued, according to information sent 
members by E. F. Lacey, executive secretary of the League (see 
Traffic World, July 1, p. 40). In his statement Mr. Lacey said: 


The War Shipping Administration and the Government of Hawaii 
now have a representative in the office of the Matson Navigation Com- 
pany in San Francisco, who will superintend the booking of all freight. 
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A list of essential commodities that will receive preferences in booking 
will be issued by the representative of the Government of Hawaii, and 
all shippers should consult either with their forwarding agent or the 
Matson Navigation Company before attempting to send shipments to 
San Francisco for clearance. 

A great many shippers have been sending their so-called non- 
essential shipments to San Francisco for storage. It is a moot question 
when steamship space on material of non-essential classification will be 
available, and storage space in San Francisco is at a premium. 

Members are cautioned to make their arrangements in advance, 
and thereby save themselves considerable difficulty. It is believed that 


this new arrangement will gradually liquidate the congestion that has 
prevailed. 


WATERWAYS AND WAR 


Ernest Holzborn, assistant director in charge of the water 
transport division of the Office of Defense Transportation, says 
that the rivers and other waterways are busier today than ever 
before in history carrying vital wartime products as well as a 
sizeable commercial tonnage. After reviewing the inland water- 
ways available to the country, and saying that even before the 
war there was a healthy and growing freight traffic on those 
waterways, he said, “many of the sinews of war lent them- 
selves naturally to shipment by water. Referring to the war- 
time demand for petroleum and petroleum products, Mr. Holz- 
born said that serving the pipelines was another important 
function of the waterways. He pointed out that at pipe line ter- 
minals barges fed oil and gasoline into the pipes and other 
barges picked up cargoes at other pipeline terminals and took 
them on to places to which the pipelines did not extend. He 
said that this pipeline activity was one of the prime water 
transport functions of this war, and that it was in operation in 
many parts of the country. 


CONTROL OF EXPORTS AND IMPORTS 


The Foreign Economic Administration has issued its cur- 
rent export bulletins Nos. 178 and 179, containing various items 
relating to exports and licenses. 


SS ROBERT S. LOVETT 


A Liberty ship under construction at the Todd-Houston 
Shipbuilding Corporation, Houston, Tex., will be named the 
Robert S. Lovett; the Maritime Commission has announced, 
giving the following information about Mr. Lovett: 


Robert S. Lovett (1860-1932) was a native of San Jacinto, Texas. 
Admitted to the bar in Houston, 1882, he served as attorney for several 
southern railroads and from 1892 to 1903, was general attorney and 
counsel for all Southern Pacific lines in Texas. Becoming general 
counsel for Union Pacific and Southern Pacific in 1904, he rose to the 
presidency of these two companies in 1909, serving in this capacity 
until 1913. During the last war he was Priorities Commissioner, a 
member of the War Industries Board, and from March to December, 
1918, director of the division of capital expenditures under the railway 
administrator. After the war he again served as president of the Union 
Pacific Railroad. 


HEROISM OF SEAMEN RECOGNIZED 


The War Shipping Administration has announced that 
more than 70 Merchant Marine Distinguished Service Medals, 
authorized by act of Congress and presented in the name of the 
President, have been awarded to officers and seamen of 
the Victory fleet. Fifteen of the awards have been made 
posthumously. Awards are made for heroism or other out- 
standing conduct or service beyond line of duty. 


WAR RISK BONUS FOR SEAMEN 


The Maritime War Emergency Board has announced the 
following two changes in war risk bonus for seamen and officers 
of the American merchant marine. 


The first amendment increases the area in the Bay of Bengal in 
which the voyage bonus of 100 per cent with a $100 monthly minimum 
and $5 a day area bonus will be paid. The amendment provides that 
the western boundary of the Pacific Area in the Bay of Bengal and the 
Indian Ocean is changed from 90° East Longitude to 80° East Long- 
itude. 

The second change provides for a broadening of the definition of 
the vessel attack bonus. This bonus at present provides for payment 
of $125 to each crew member of a vessel (1) which is destroyed or sub- 
stantially damaged as a result of enemy attack or (2) on which any 
person is killed or seriously injured as a result of enemy attack. The 
amendment adds the following clause ‘‘or (3) which is otherwise sub- 
jected to extreme and immediate danger of destruction as a result of 
enemy attack or other direct war hazard.”’ 


These amendments are effective at 12:01 A. M. August 1, 
to all vessels whether at sea or in port. The board further 
stated that all other recommendations and suggestions were the 
subject of further study and consideration 






































































































Air Transportation 





Feeder-Pickup Air Services 


The Civil Aeronautics Board has reached certain conclu- 
sions as the result of its investigation in No. 857, Investigation 
of Local Feeder and Pick-Up Air Service, and has discontinued 
the proceeding (see Traffic World, July 15, p. 153). 

“The objectives of the investigation,” said the board in 
its report, “as set forth in the order were to examine into 
(a) the propriety of extending air transportation to com- 
munities and localities throughout the continental United States 
to which such transportation may not appear warranted under 
usual economic conditions or under existing standards of oper- 
ation, and (b) the coordination of any such transportation that 
may be authorized with air transportation presently authorized, 
or which may be authorized under usual conditions and existing 
standards.” 

The board attached to its opinion the report of Examiners 
William J. Madden and Albert F. Beitel, who held public 
hearings in the proceeding, but said inclusion of the report as 
an appendix “should not be construed as indicating approval 
or adoption of the conclusions and recommendations of the 
examiners.” The board said its findings and conclusions were 
confined “to those expressly set forth in this opinion.” 

“One of the more controversial recommendations made by 
the examiners is the recommendation that extensions by 
presently operating air carriers should be limited to cities 
having metropolitan populations of 25,000 or greater, except 
upon a showing that such extensions will not adversely affect 
the operation of proposed feeder services in the same general 
area,” said the board, adding: 


This recommendation was presented as a solution to the problem 
which existed at the time of the investigation resulting from the con- 
sideration by the board of applications involving the addition of new 
points to existing routes, without at the same time considering so- 
called local or feeder applications in the same area. Inasmuch as the 
board has since adopted the general practice of hearing in a consoli- 
dated proceeding all applications proposing service in the same general 
area, it does not appear necessary to consider further the population 
limitation proposed by the examiners. A consolidated proceeding affords 
full opportunity to consider the character of services proposed by the 
various applicants and the relationship of the type of each service to 
the air transportation needs of the individual cities or towns. If a need 
for long-haul or through service is apparent, this need can be provided 
for by designating the city as a stop on one or more existing routes. At 
the same time the need for seivice of a local character can be weighed 
in conjunction with local service proposals. 


Traffic at Small Cities 


The examiners found that the traffic potential at small cities is not 
encouraging, and that the cultivation of this potential at a reasonable 
cost to the government and the traveling public will be possible only 
by taking advantage of every possible economy in each of the com- 
ponent elements constituting a sound transportation service. The record 
substantiates the examiners’ finding in this respect. 

In connection with this relatively low traffic potential we believe 
it is desirable to emphasize constantly the fact that in attempting to 
develop this potential, local air carriers will be competing with the 
most highly developed rail and highway transportation systems in the 
world. The highway system not only provides a net work of motor bus 
lines but also the roadway for the private automobile. We must assume 
that this vehicle will continue to carry the vast majority of all short- 
haul passengers, as in the past, and perhaps to increase the proportion 
somewhat after the war. The further development of these surface sys- 
tems will also be intensified with increased emphasis after the war, and 
they will also reap the benefits of technical developments and improve- 
ments, These systems have their greatest utility in short-haul services. 


Speed Factor Discussed 


The airplane, on the other hand, has had its greatest utility in the 
longer distance transportation market. In this market its outstanding 
characteristic of high speed gives it a great competitive advantage, and 
permits the fullest exploitation of its inherent characteristics. But this 
inherent competitive advantage diminishes sharply, with conventional 
type aircraft, as the length of the trip is reduced. Even in the longer- 
haul market its speed advantage becomes less effective as the number 
of intermediate points at which landings must be made on each flight 
is increased. 

Thus, in going into the small-city, short-haul market, the airplane 
will be faced with the most intense kind of competition, with its prin- 
cipal selling point, speed, greatly diminished in value. While it will 
still have advantages to offer, the differential in fare that it now ap- 
pears will be necessary will counterbalance them to some extent. Five 
cents per mile, the figure generally considered as the prospective pas- 
senger fare, is approximately three times the average fare for motor 
bus transportation. In addition there are many other factors, some of 
which were mentioned by the examiners, which will affect the traffic 
potential, such as the distance between the airport and city center, the 
time of day at which service will be scheduled, the frequency and regu- 
larity of schedules, the mail departure requirements, the extent to 
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which reservations will be necessary, and many other details which 
will vary according to the locality and the city size. 


““An Experimental Operation” 


In view of these considerations, it becomes apparent that the pro. 
vision of a short-haul and local service with aircraft will be, in a very 
great measure, an experimental operation, and constitutes a problem 
with respect to which we have little or no information of a factual 
nature. But since the challenge exists, and the investigation has dis. 
closed an eagerness on the part of the proponents of such a Service to 
take up the challenge, and since the experiment may well result ip 
public benefit beyond present expectations, the responsibility imposeq 
upon us to encourage the development of an air transportation system 
properly adapted to the present and future needs of the commerce of 
the United States, the Postal Service, and the national] defense, and to 
encourage the development of civil aeronautics generally, justifies ys, 
within reasonable bounds, in translating into results of experience what 
are now plans and estimates. 


Government Financial Aid 


On the other hand, however, we have an equal obligation to foster 
sound economic conditions in air transportation, and to promote eff- 
cient service at reasonable charges, and to fix rates for the transporta- 
tion of mail by air carriers in amounts sufficient to enable such carriers, 
under honest, economical, and efficient management, to maintain and 
continue a development of air transportation to the extent and of the 
character and quality required for the commerce of the United States, 
the Postal Service, and the national defense. Furthermore, we must 
not lose sight of the fact that Congress in enacting the civil aero- 
nautics act of 1938 laid down with great care the guides to the objective 
of an economically and technically sound air transportation system, 
This act contemplated, and actually resulted in, the payment of sub- 
stantial sums of money out of the federal treasury to encourage the 
attainment of this objective. These payments represent, in effect, an 
investment by the government, for the common welfare, in our present 
air transportation system. Needless to say we have an obligation to 
avoid the adoption of any ill-considered policy with respect to a general 
expansion of air services that would endanger the results thus far 
achieved under the enlightened national policy established by that act. 

It becomes incumbent upon us, therefore, to authorize so-called 
local and feeder services under certain safeguards for the over-all 
economy of our air transportation system and for the financial liability 
of the government in the form of mail compensation. Safeguards avail- 
able for use in this connection appear to be: (1) the limitation of such 
authorizations to temporary periods, and (2) confining them to opera- 
tions which show a justifiable expectation of success at a reasonable 
cost to the government. 


Limited Certificates 


As to the term of such certificates, we believe that a relatively short 
period such as three years, will be sufficient to judge the potentialities 
of such services. Accordingly, to leave it open to the board to take this 
action it is suggested that applications now on file which do not con- 
tain a request for a temporary authorization should be amended to re- 
quest a permanent or a temporary certificate, in the alternative. 

With respect to showing a justifiable expectation of success at a 
reasonable cost to the government, it will be incumbent upon each 
applicant to meet the test of public convenience and necessity by show- 
ing a need for the service, the probable use that will be made of it, 
the effect on existing air services, and a cost to the government in mail 
compensation bearing a reasonable relationship to these elements and 
to the character and quality of the service proposed. 

In weighing the evidence in support of those factors, particular 
attention will be directed to the manner in which economies of opera- 
tion will be effected. Economy of operation necessarily must be a 
primary condition in planning a service to develop the relatively low 
traffic potential at small cities, if the cost to the government is to be 
kept within reasonable limits. The examiners, in emphasizing the neces- 
sity for such economies, refer to some specific items such as the use of 
smaller aircraft, operation with a single pilot, the elimination of luxury 
services, and the reduction of intermediate station personnel. We do 
not believe it would be appropriate to specify any such items at this 
time as being prerequisite to the issuance of the certificate. It is obvious 
that there are many opportunities for accomplishing a saving in operat- 
ing costs, but it is equally obvious that all of them could not be 
adopted in all cases. Because of the lack of knowledge based on ex- 
perience and the amount of pioneering yet to be done, many of the 
ultimate standards will be reached only through trial and error. We 
believe that more can be accomplished by leaving the details to the 
ingenuity of the operators, and confining our function at present to 
fostering over-all economies. 


Mail Compensation Limitation 


In rejecting the recommendation of the examiners that the 
board establish a general rule that the amount of mail com- 
pensation payable on local services as might be authorized 
would not in any event be in excess of 25 cents a mile, and 
expressing the view that “the establishment of such prede- 
termined maximum should be more clearly provided for by 
appropriate legislation,” the board said that in passing on 
various cases, however, ‘we shall give careful consideration to 
the prospective cost of the service to the government, and to the 
share of the carriers’ total revenues which it would appear 
likely that the government will have to provide to permit con- 
tinued operation during the initial years; and in weighing 
these considerations in each case we shall reckon with the neces- 
sity of keeping the total governmental outlay on this type of 
service within reasonable bounds, and with the fact that the 
number of local services that can reasonably be supported 
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during a developmental period will increase in proportion as 
the average need for mail pay for each mile flown decreases.” 

Issuance of temporary certificates for a limited number of 
years, Said the board, would serve as a safeguard against a 
static or progressively increasing dependence on the govern- 
ment, and would permit of the subsequent giving of permanent 
status only to such services as had shown in the life of the 
temporary certificate they were capable of operation without 
undue cost to the government and of a progressive reduction 
of such costs. 


Helicopter Applications 


The examiners recommended that hearings on applications 
for authorization of services based essentially on use of heli- 
copters be deferred but the board said it felt such a step 
would be contrary to the requirement of the statute that appli- 
cations be disposed of as speedily as possible. 

The board said in effect, however, that since the helicopter 
had not been developed to the point where it could be used 
as proposed in the applications, it could not be expected to 
grant applications for services involving use of that vehicle 
until it was available. 

“Our view with respect to helicopters does not mean, 
however, that certificated carriers cannot use helicopters in 
their operations when they become available,” said the board. 
“The view inferred here relates only to those applications 
which are based essentially or entirely on the use of helicop- 
ters.” 

The board concurred in the view of the examiners that air 
services incorporating only pick-up operations had their prin- 
cipal utility in providing a postal service, adding that there 
might be cases in which there would develop substantial 
amounts of express business by new pick-up services. 


Surface Carriers 


In that part of its report dealing with participation of 
surface carriers in air transportation, the board pointed out 
that it had held that section 408(b) of the civil aeronautics 
act, applying to other than air carrier applicants for authority 
to engage in air transportation, was “extremely restrictive and 
only those limited air transport services which are auxiliary 
and supplementary to other transport operations, and which 
are therefore incidental thereto, can meet the conditions laid 
down by that proviso.” Continuing, it said: 


Surface carriers are not precluded from participation in air trans- 
portation. The second proviso of section 408(b) is not a prohibition, 
but a restriction, upon such participation. The inability in the past of 
an applicant to meet the requirements obviously do not mean that 
those requirements cannot or will not be met in some future case in 
which the facts of the particular case show that the air transport serv- 


ices will be auxiliary, supplementary, and incidental to the other trans- 
port operations of the applicant. 

In the cases decided by the board a surface carrier or its subsidiary 
was seeking to acquire control of an air carrier. No case has been de- 
cided in which a surface carrier itself applied for a certificate of public 
convenience and necessity under section 401 of the act. However, in 
disposing of the American Export case the board indicated in a dictum 
that a surface carrier applying under section 401 of the act for a cer- 
tificate of public convenience and necessity will be required to show 
that the provisions of section 408(b) are met. 


Midwest to N. Y. Air Service 


Assistant Chief Examiner Francis W. Brown and Examiner 
William F. Cusick, of the Civil Aeronautics Board, have recom- 
mended that a certificate be issued to Northwest Airlines, Inc., 
authorizing air transportation of persons, property, and mail 
between Milwaukee, Wis., and New York, N. Y., via Detroit 
and Cleveland, subject to the condition that the service east of 
Milwaukee shall be limited to flights originating or terminat- 
ing at the Twin Cities or points west thereof on the Northwest 
System. 

The foregoing is one of several recommendations made in 
a proposed report in No. 629, Northwest Airlines, Inc., et al., 
Milwaukee-Chicago-New York Service, embracing also No. 
1031, Transcontinental & Western Air, Inc., for extension of route 
44 from the intermediate point, Chicago, II1., to the terminal point, 
New York, N. Y., via Detroit and Cleveland; No. 1179, Colonial 
Airlines, Inc., for a certificate of public convenience and ne- 
cessity from New York, N. Y., to New York, N. Y., via Pitts- 
burgh, Pa., Columbus, O., Dayton, O., Anderson-Muncie-New 
Castle, Ind., Chicago, Ill., Detroit, Mich., Cleveland, O., and 
Niagara Falls, N. Y., and No. 1255, American Airlines, Inc., for 
ett to extend routes and make other changes in its 

ervices, 

Other lines involved are Pennsylvania-Central Airlines Cor- 
Poration, United Air Lines, Inc., Braniff Airways, Inc., and 
Chicago and Southern Air Lines, Inc. 

[he examiners said that the certificates authorizing Ameri- 
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can to engage in air transportation with respect to persons, 
property and mail over routes Nos. 7, 21 and 23 should be 
amended so as to consolidate routes Nos. 7 and 21 and that por- 
tion of route No. 23 between Albany and New York into a single 
route, and so as to authorize American to engage in air trans- 
portation with respect to persons, property and mail between the 
terminal point Boston, the intermediate point Springfield, Mass., 
and the intermediate point Albany, and (a) beyond the interme- 
diate point Albany, the co-terminal points New York-Newark, 
the intermediate points Wilkes-Barre, Scranton, and Syracuse, 
and (b) beyond Albany, the ‘intermediate points Utica, Syra- 
cuse, Rochester, and Buffalo and (a) beyond Buffalo, the in- 
termediate points Niagara Falls, Windsor, Detroit, Ann Arbor, 
Jackson, Battle Creek, Kalamazoo, South Bend, and the termi- 
nal point Chicago, and (b) beyond Buffalo, the intermediate 
point Erie, and the terminal point Cleveland. 

They also recommended that Pennsylvania-Central Airlines 
be authorized to engage in air transportation of persons, prop- 
erty and mail between Pittsburgh and New York and that the 
board find that operation of non-stop service by PCA between 
Detroit and Chicago would not be adverse to the public in- 
terest and approve such operation but that other services pro- 
posed by PCA were not required by public convenience and 
necessity. 

Public convenience and necessity, said the examiners, did 
not require services proposed by Braniff, Chicago and Southern, 
Colonial, TWA and United and that their applications should 
be denied. 





Air Certificate Applications 


Among the applications filed recently with the Civil Aero- 
nautics Board is that of R-B Freight Lines, Inc., of Aberdeen, 
S. D., a motor common carrier of property in Minnesota, North 
Dakota, South Dakota, and Montana; of passengers in South 
Dakota and Montana; and of mail between South Dakota and 
Minnesota. In No. 1495, this carrier asked for the privilege of 
owning, operating and managing air services applied for in 
No. 944. The latter was an application for an air certificate to 
transport mail, passengers and freight (including express) from 
and between the Twin Cities and Lemmon, S. D., serving in- 
termediate points. 4 


Other new applications filed with the C. A. B. follow: 


No. 1492. Clayton L. Palmer, dba Palmer Airlines, Great Barring- 
ton, Mass., asks for a permanent certificate authorizing air transporta- 
tion as a common carrier of property and mail in scheduled service 
between the terminal points Pittsfield, Mass., and Montreal, Canada; 
between Pittsfield, Mass., the intermediate point, Sherbrooke, Quebec, 
Canada, and Quebec, serving off-route points. The application also asks 
for authority to conduct unscheduled service over irregular routes 
within a radius of 25 miles of all points on the aforementioned routes, 
on the one hand, and, on the other, points and places in all states of 
the United States, Canada and Mexico. The application likewise asks 
for authority to act as a contract carrier between points in Berkshire 
county, Mass., New York, N. Y., points in New York and New Jersey 
within 25 miles of New York and Philadelphia, and points in New 
Jersey, Pennsylvania and Delaware within 25 miles of Philadelphia, on 
the one hand, and, on the other, points and places in all states of the 
United States, Canada and Mexico. 

No. 1493, Trans-Oceanic Air Lines, Inc., of Wilmington, Del., asks 
authority for air transportation of persons, property and mail in sched- 
uled and non-scheduled operations over the following routes: Between 
New York and/or Washington and Moscow, Russia; between Charles- 
ton, S. C., and/or Norfolk, Va., and Moscow; between New York and/or 
Washington and New Delhi, India; from Lisbon, Portugal, to London, 
England, and return, with alternately scheduled stops at Paris, France; 
from New York and/or Washington through Canada and/or New- 
foundland or Labrador to Dublin, Ireland, and/or to Prestwick, Scot- 
land, and/or London, and return; from New York and/or Washington 
to London and return, with scheduled intermediate stops. ; 

No. 1494, Braniff Airways, Inc., Dallas, Tex. An application to 
acquire control of the following airlines: Houston Airways, Inc., with 
authority to carry persons, property and mail on routes within the 
Houston, Tex., trade area; Oklahoma Airways, Inc., transporting per- 
sons, property and mail within the Oklahoma City trade area; Texas 
Central Airways, Inc., transporting persons, property and mail on 
routes within the Dallas-Fort Worth trade area; Great Plains Airways, 
Inc., transporting persons, property and mail on routes within the 
Amarillo-Lubbock, Tex., trade area; and Lone Star Airways, Inc., 
transporting persons, property and mail within the San Antonio, Tex., 
trade area. The applicant said it now held 25 per cent of the outstand- 
ing capital stock of each of those companies and would maintain that 
proportionate interest in the future. It said that its minority interest 
did not control the managements of those companies. 

No. 1497, Piedmont Aviation, Inc., of Winston-Salem, N. C., asks 
for authority to transport property and goods in non-scheduled opera- 
tion over irregular routes between points having adequate airport 


facilities within the continental limits of the United States, by private 
contract, and also to transport property and goods in call-and-demand 
service. The application said it was proposed to conduct these operations 
in four areas, roughly comprising that east of the Mississippi River, 
the southwest, the northwest, and the west coast, using conventional 
single- and multi-engined aircraft. 

No. 1498, Wien Alaska Airlines, Inc., Fairbanks, Alaska. Asks to 
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have its present certificate for its regular route No. 11 extended from 
the present terminal point Kotzebue to the proposed terminal point, 
Point Barrow, Alaska, via the intermediate points Kaivalina, Point 
Hope, Point Lay, and Wainwright, and to include mail over that route. 
The application asks, in addition, or as an alternative, authority to 
transport mail, persons and property over a regular route between 
the terminal point Fairbanks and the terminal point, Point Barrow, 
via Wiseman, Chandler Lake and Collville, Alaska. 





Pan American Mail Rates 


By orders, or reports and orders, in seven proceedings, 
the Civil Aeronautics Board fixed rates for the transportation 
of mail on various routes or divisions of Pan American Air- 
ways, Inc. 

In No. 2098, Latin-American Rate Case, the board found 
fair and reasonable for the transportation of United States 
mail on respondent’s Latin-American routes a base rate of 
13.32 cents a pay-mail mile and base poundage of 266, substi- 
tuting those figures for 17.83 cents and 300 pounds in the 
board’s order of August 28, 1942. The board included in the 
approved investment in Latin American operations for the pur- 
pose of determining ‘‘need” rate an amount equal to “need” 
element of mail compensation required on Pan American’s 
Alaska and Pacific divisions. The board also found excess 
earnings realized from Latin American’s earnings from Au- 
gust 22, 1939, to August 31, 1942, determined to be $2,956,636, 
after offsetting amount equal to “need’’ element of mail com- 
pensation required on the Alaska and Pacific divisions. The 
new base rate of 13.32 cents was found fair for the period 
from September 1, 1942, without prejudice to further review 
for the period subsequent to February 28, 1944, on petition. 
The board also found that as the respondent had not achieved 
a self-sustaining status as of August 31, 1942, consideration 
must be given to its “need” as defined by 406(b) of the civil 
aeronautics act. 


In No. 458, Mail Rates for Pacific-Alaska Airways, Inc., 
and Pan American Airways, Inc., the board fixed fair and 
reasonable rates for the transportation of mail on the routes 
between Seattle, Wash., and Juneau, Alaska, from June 21, 
1940, to August 31, 1942, and between Juneau and Whitehorse, 
Whitehorse and Fairbanks, and Fairbanks and Nome, for the 
period August 14, 1940, to August 31, 1942, a total amount, 
including mail pay heretofore received, of $1,071,092. Part 
two of the opinion was ordered held confidential unless and 
until the board found publication to be deemed proper by the 
military authorities. 

By an order in No. 370, Pan American Airways, Inc. (of 
Delaware—now, by merger, Pan American Airways, Inc.); 
No. 2720, Pan American Airways, Inc.; and No. 775, Same, 
the board, with reference to the transportation of mail between 
points between which Pan American was authorized to trans- 
port mail in its trans-Atlantic operations, between New York 
and terminal points in Europe, and in its Bermuda operations 
between New York, N. Y., and Hamilton, Bermuda, ordered 
that: (a) for the period beginning June 1, 1940, to and including 
December 12, 1941, no change be made in the rates of com- 
pensation fixed by the board’s of June 30, 1939 (order serial 
No. 80), as amended by the board’s order of April 30, 1940 
(order serial No. 465), and no rate of compensation be fixed, 
or additional compensation be paid, for the third round trip 
operated by Pan American Airways, Inc., in trans-Atlantic 
service between the United States and Europe on and after 
June 18, 1940; and (b) for the period beginning December 15, 
1941, to and including December 31, 1942, the fair and reason- 
able rate of compensation determined to be 0.44 mill a pound 
mile of mail carried, computed on direct airport-to-airport 
mileage (statute miles). The board further ordered that the 
opinion be withheld from publication until deemed proper by 
the military authority. 

By an order in No. 300, Pan American Airways, Inc., of 
Nevada, and in No. 499, Pan American Airways, Inc., the board 
modified its order of August 31, 1942, and fixed for the period 
November 1, 1940, to April 31, 1941, a rate of $1.9752 an air- 
plane statute mile flown in each direction, and revoked the 
order of November 25, 1942 in the proceeding. The order fixed 
$967,142.72 as fair and reasonable compensation for services 
between San Francisco and Honolulu, on the route between 
San Francisco and Hongkong, China. 


International “Air Pattern” 


The Civil Aeronautics Board has assigned pre-hearing con- 
ferences on applications for authority to operate international 
air transportation service, following its announcement of the 
“basic route pattern this country should in fairness and justice 
have” for post-war operation by United States air carriers 
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(see Traffic World, June 17, p. 1643). At the same time, the 
board assigned tentative dates for hearings. 

“In assigning pre-hearing conferences on international ap- 
plications, it appears desirable to split the so-called Atlantic 
and Pacific areas at Calcutta,” said the board, “and to further 
divide those areas into (1) North Atlantic, (2) South Atlantic 
(3) North Pacific (via Alaska), (4) Central Pacific (via Hawaii)’ 
and (5) Australia (via Hawaii).” ; 

The pre-hearing conference dates and the tentative hearing 
dates were, respectively, as follows: North Atlantic, August 1 
and October 16; South Atlantic, August 2 and November 1; 
North Pacific, September 1 and December 13; Central Pacific, 
September 15 and January 10, 1945; and Australia, October 2 
and February 1, 1945.- 

The board said the issue as to what applications should 
be consolidated into each of the various groups would be 
discussed at the conferences and that any applications filed prior 
to or at such conferences would be considered in this con- 
nection. It also appeared desirable, it said, that all applications 
contain a proviso that the applicant would serve any point 
within the general area covered by its application to which the 
board found service required, and continued: 


It is essential that all applicants have representation at the con- 
ference authorized to speak on all issues and prepared to proceed at 
once to disposition of the proceedings. 


The board pointed out that a pre-hearing conference had 
already been held in a proceeding involving overseas applica- 
tions between the mainland and Honolulu and that hearing 
was assigned for September 4. 


AIR CARRIER STATISTICS 


Eighteen domestic air carriers, including All American 
Aviation, Inc., and Hawaiian Airlines, according to data made 
public by the Civil Aeronautics Board, had net operating reve- 
nue of $2,083,349 in April as against $1,357,742 in March, and 
$2,912,485 in April, 1943, and of $24,178,114 for the twelve 
months ended with April as against $29,825,787 for the twelve 
months ended with April, 1943. 

Operating revenues in April and April, 1943, were reported 
as follows: 

Passenger, $7,929,642 and $7,235,105; mail, $2,256,399 and 
$1,903,171; express and freight, $590,273 and $819,059; all other, 
$252,281 and $285,618. 

Operating expenses in April totaled $8,945,246 as against 
$7,330,468 in April, 1943. 

Revenue miles flown totaled 10,034,017 in April as against 
8,419,412 in April, 1943. 


Potential Air Cargo to 8. A. 


John B. Crane, chief of the transportation unit of the 
Bureau of Foreign and Domestic Commerce, Department of 
Commerce, has prepared the first of a series of studies in- 
tended to forecast postwar air cargo potentials between the 
United States and foreign countries. The first study deals with 
potentials between the United States and Latin American coun- 
tries. It says that at least four basic factors are of major 
importance in determining which commodities should be se- 
lected as offering the best prospects for air transport: (1) 
value a pound; (2) perishability; (3) fragility; and (4) style 
factor, including obsolescence. It points out that it will be a 
combination of these factors that will decide what commodities 
will be transported by air, rather than any one of the factors, 
and points out that aside from the four categories mentioned, 
others such as packing, insurance, size of shipment, density, 
and various capital costs, merit investigation. 

As to post-war air cargo rates, the study says that esti- 
mates of the level of those rates after the war varied from 5 
to 25 cents a ton mile. Some authorities had in mind airport- 
to-airport movement only, while others included terminal han- 
dling and pick-up and delivery services in their estimates, the 
study says. It points out that rates between United States and 
Latin American countries in the immediate post-war period 
will depend on whether the traffic in both directions is suffi- 
ciently large to justify specially designed air cargo planes to 
carry nothing but commodities. If the volume of traffic proves 
to be this large, it says, air cargo rates from airport-to-airport 
might be feasible at from 10 to 15 cents a ton mile, depending 
on the territory served, adding that cargo rates will be sub- 
stantially higher if cargo volume proves to be so small that it 
must be carried in aircraft especially designed for the trans- 
portation of passengers and mail. 

Analyzing the 1939 exports and imports between this coun- 
try and Brazil, the study says that of 1,358 commodities ex- 
ported, 476 had a value of 50 cents a pound or over, and were 
either perishable or fragile or possessed a style factor. The 
total weight of these 476 commodities, selected as constituting 
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air cargo potentials, amounted to 13,575,373 pounds, with an 
average value of 90 cents a pound. Of the 255 commodities 
imported from Brazil, 47 were selected as possessing potentials 
for air shipment, 40 of which were valued at 50 cents a pound 
or over. The study says the total weight of the commodities 
amounted to 1,731,335 pounds, or $2 a pound. Commenting on 
the situation the study says: 


Tt will be noted that the volume of exports which offer air cargo 
prospects are approximately eight times the volume of imports in terms 
of weight and over three times the volume of imports in terms of value. 
This strikingly unbalanced traffic movement will exert an adverse effect 
on average load factors of air cargo carriers and will probably result 
in higher average rates, 


The study says that, of the $186,650,157, representing the 
total value of commodities that moved between the United 
States and Brazil in 1939, only 7.7 per cent ($14,397,994) were, 
“on the basis of the criteria adopted, potential air cargo,” and 
that, while the proportion of the total value of exports amounted 
to 13.7 per cent, that of imports was only 3.2 per cent. 


PANAGRA DOCKET CHANGE 


The Civil Aeronautics Board, by an order in No. 525 et al., 
covering applications authorizing additional air service in Mex- 
ico, Central and South America, and the Caribbean, and in No. 
1174, Pan American-Grace Airways, Inc., has severed from No. 
1174 and from the consolidated proceeding that portion of the 
Pan American application seeking authority to operate between 
the terminal points Chiclayo and Ramon Castilla, Peru, via the 
intermediate points Chachapoyas, Moyobamba, Yurimaguas, and 
Iquitos, Peru. That portion of the application was assigned 
No. 1496. 


AIRPORT USERS CONFERENCE 
A joint airport users conference, called by the National 
Aeronautic Association, will be held July 24 and 25 at the 
Hotel Statler in Washington, D. C. The objective of the con- 
ference is to bring about a common agreement on the funda- 
mental requirements of airport development. Representatives 
of aviation and other transportation agencies will attend the 
conference as well as representatives of federal, state and local 

governments, colleges and construction interests. 


CHECKING AIRPORT LITERATURE 
The National Aeronautic Association has established the 
National Aeronautic Association Airport Editorial Review Board 
to check proposed literature concerning airports for accuracy 
and terminology. Lowell H. Swenson, association manager, will 
act as secretary. Six copies of papers the authors wished 
checked should be sent to Mr. Swenson, National Aeronautic 
Association, 1025 Connecticut Avenue, Washington 6, D. C. 


“SKYFREIGHTER” SERVICE 


American Airlines, Inc., has announced that its first “Sky- 
freighters’—transport planes returned to it by the Army and 
converted for the transportation of cargo—will go in service on 
its transcontinental route “toward the end of July.” The lines 
inaugurated the first transcontinental all-cargo service be- 
tween New York and Los Angeles, August 20, 1943. It has 
copyrighted the name “Skyfreighter.” 

“Interiors of the ‘Skyfreighters,’” the announcement con- 
tinued, “stripped of seats and all non-essential facilities, are 
being divided’ into sections for the most efficient loading and 
stowage of shipments, and will provide special compartments 
for fragile cargo. The first ‘Skyfreighters’ will serve the big 
war centers on American’s routes... .” 


NEW YORK PORT AIR MAP 


In a statement issued on July 17, Frank C. Ferguson, chair- 
man, Port of New York Authority, announced publication of the 
first air map with all measurements centering on the New York- 
New Jersey area. Mr. Ferguson commenting on the value of 
the map in determining the trend of air transportation to and 
from the Port of New York after the war, said that the map 
showed “clearly the savings in distance, and therefore in time 
and cost, that will be had from direct air routes to all points 
of the Caribbean and thence to South America.” He predicted 
that the post-war pattern for international air transportation 
wouid give the Port of New York a predominant position as an 
air traffic center. 


Cc. M. F. A. GOLF TOURNAMENT 


The Central Motor Freight Association, Chicago, will honor 
Its past presidents August 3, when it will hold its sixth annual 


- tournament at the Elmhurst, Ill., country club. A dinner 
at +) 


ie country club will be a part of the festivities of the day. 








Traffic Club Doings 





Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TraFFIC WorRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THE TraFFIc WoRLD, 


The recently organized Women’s Traffic Club of the New 
Haven, Conn., Chamber of Commerce will hold its first annual 
summer dinner party July 25. Members of the committee on 
arrangements for the dinner party are: Dorothy Greenberg, 
chairman; Domicelle Braczkowsky, Margaret Leahy, Ruth B. 
Lloyd and Virginia Smith. After-dinner speakers will include 
Edwin J. MacEwan, executive vice president of the New Haven 
C. of C., and Charles Philips, of the Men’s Traffic Club. Other 
entertainment also has been planned for the occasion. 





The Transportation Club of the Rochester, N. Y., Chamber 
of Commerce, held a round-table discussion, in charge of Horace 
E. Barnes as chairman of the club’s round-table committee, 
after a luncheon of the club July 20. It was the second round- 
table discussion on the calendar of the club this year. 





Miss Katherine E. Harkin, a native of New Haven, Conn., 
is president of the newly organized 
Women’s Traffic Club of the New 
Haven Chamber of Commerce. Edu- 
cated in the schools of that city, she 
matriculated at Albertus Magnus Col- 
lege in 1934 and was graduated from 
that institution in 1938 with a degree 
of bachelor of arts. Following her 
graduation, she was associated with 
the firm of Stevenson, Jordan and Har- 
rison, in New Haven and New York 
City, and later with The Family So- 
ciety, a welfare organization, in New 
Haven. Miss Harkin has been a mem- 
ber of the staff of the district freight 
office of the Pennsylvania Railroad in 
New Haven since November, 1942. Be- 
fore the formation of the Women’s 
Traffic Club of New Haven, she was 
a member of the Bridgeport Women’s 
Traffic Club. She is active in social and civic affairs in New 
Haven and numbers among her clubs the Catholic Charity 
League, Albertus Magnus Alumnae Association and other or- 
ganizations. 





The Motor City Traffic Club of Detroit, Mich., in an an- 
nouncement of a moonlight excursion and dance on the steamer 
Put-in-Bay, July 29, says that, although the Put-in-Bay holds 
2,800 passengers, the party will be for members of the club 
and their guests only, and that only 1,000 tickets for the 
party will be sold. 

The Traffic Study Club of Akron, O., is receiving reserva- 
tions for its annual golf outing, to be held August 1 at Shady 
Hollow Country Club. It says that an all-day program has 
been arranged by the entertainment committee, headed by 
P. A. Amato, of Caldwell Motor Freight, Inc. 





About 125 members of the Transportation Club of Dallas, 
and their families, attended the club’s annual picnic July 8 
at Kiest Park, Dallas. Frank E. Bacon, assistant general man- 
ager, Best Motor Lines, has been elected third vice president 
of the Transportation Club of Dallas, succeeding J. M. Hunt, 
freight agent of the Rock Island Lines, who has been trans- 
ferred. C. E. Wheeler, traffic manager, Dallas Transfer & Ter- 
minal Co., was named to fill the vacancy in the board of 
governors of the club. 

The Indianapolis Traffic Club held a golf meet July 15 at 
the Sarah Shank course, Indianapolis. No general meetings are 
scheduled for the club in July. 





The Triple Cities Traffic Club, now comprising more than 
200 members representing shippers and carriers serving Bing- 
hamton, Johnson City and Endicott, N. Y., has announced ar- 
rangements for its annual golf outing, to be held August 17 
at the Vestal Hills Country Club. The committee on arrange- 
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ments consists of the club officers and trustees. In addition to 
golf, various contests, including a softball game, have been 
planned for the outing. 


The South Bend Transportation Club has announced that 
its annual golf outing will be held September 13 at Morris 
Park Country Club, South Bend, Ind. 


J. Craig Smith, vice president and treasurer of Avondale 
Mills, Sylacauga, Ala., will address members of the Birming- 
ham Traffic & Transportation Club, Inc., at a luncheon July 24. 
Music will be provided by the Shrine Chanters. R. A. Pender- 
grass, chairman of the club’s bowling league, has announced 
that the league season will open September 8, with an expected 
total of twelve teams competing. 


The Junior Traffic Club of Chicago has decided on July 30 
as the date and Ehrhardt’s picnic grove at Park Ridge, IIl., 
as the place for a basket lunch picnic for its members and 
their families. Albert E. Hooper is chairman and William L. 
Crowhurst is vice-chairman of the pastimes committee for the 
occasion. Dancing, games, horseshoes, softball and races are 
among the diversions planned for the day. 

A program by professional entertainers was presented in a 
dinner-meeting of the Oakland (Calif.) Traffic Club, July 18, 
at the Claremont Hotel, Berkeley, Calif. L. D. McLaurin, Dray- 
age Service Corporation, was program chairman. The meeting 
was designated as “Truck Night.” 


The Junior Traffic Club of St. Louis, Mo., held its annual 
boat excursion the night of July 21 aboard the S. S. Admiral. 
The club has announced August 12 as the date for its annual 
wiener roast, and arrangement for the outing, including such 


diversions as swimming, boating, tennis and dancing, are in 
charge of Phil Brislane. 


Personal Notes 


Funeral services for William Haywood, 60 years old, freight 
traffic manager of the Illinois Central Railroad and past pres- 
ident of the Traffic Club of Chicago and the American Associa- 
tion of Freight Traffic Officers, who died suddenly of a heart 
attack July 16 at his home in Chicago, were held July 18. He 
was born in Lancaster, England, and came to this country as 
a boy. He entered the service of the Illinois Central when he 
was 17 years old, rose through various clerical, secretarial and 
agg assignments, and became its freight traffic manager 
in 1932. 

Appointment of Edward A. England as traffic manager of 
American Mineral Spirits Co., of Chicago, has been announced 
by A. W. Vallentyne, vice president of the company. 

The following appointments have been announced by the 
Rock Island Lines: Ernest W. Larsen, chief clerk to the freight 
traffic manager since 1941, has been named assistant general 
freight agent; William M. Spaulding, assistant general freight 
agent, has been assigned to assist in handling southwestern 
rate matters, with headquarters in Chicago, succeeding Leonard 
Hill, who has been promoted to general freight agent, with 
headquarters in St. Louis, Mo.; G. W. Stewart, general eastern 
freight agent, at New York City, since 1942, has been appointed 
assistant freight traffic manager in the Kansas City, Mo., area; 
James M. Hunt, freight agent at Dallas, Tex., since 1941, has 
been appointed assistant general freight agent, at Des Moines, 
Ia.; Ralph R. Shaeffer, general agent at Duluth, Minn., since 
1942, has been named general agent, at Cleveland, O.; C. A. 
Cromwell, general agent in Washington, D. C., since 1940, has 
been appointed general eastern freight agent, at New York 
City; J. M. Bann, assistant general freight agent at Des Moines 
since 1941, has been appointed general freight agent at Denver, 
Colo.; William E. Delaney, traveling freight agent, with head- 
quarters at Phoenix, Ariz., since 1942, has been appointed gen- 
eral agent at Duluth; L. L. Thoms, general agent at Cleveland, 
O., since 1942, has been named general agent at Washington, 
D. C.; W. J. Ford, employed in the St. Louis headquarters of 
the Rock Island’s freight traffic department since September, 
1939, has been appointed division freight agent, at Dallas. 

George K. Dillard has been appointed live stock develop- 
ment agent for the Atlantic Coast Line at Jacksonville, Fla. 

George Orphal, who, since January, 1942, has served as 
executive assistant at Washington, D. C., in the Fargo Division 
of the Chrysler Corporation, handling government contracts for 
military vehicles and other essential vehicles, has returned to 
Detroit and is now a sales executive in the truck department 
of the Dodge Division, Chrysler Corporation. 
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W. F. Drohan, of Chicago, executive vice president, Inter. 
state Motor Freight System, has resigned, after eleven years 
with Interstate. 

Cecil W. Johnston, general passenger traffic manager of 
the Canadian National Railways, will retire on July 27 under 
the pension rules of the company, by which he has been em- 
ployed since 1894, when, at the age of 15, he began summer 
holiday work in the operating department of the Grand Trunk. 
He became a fulltime employe of Canadian National the fol- 
lowing year. He has served as a member of the advisory com- 
mittee on passenger transport of the Office of Defense Trans- 
portation, Washington, and, also, as an advisor on passenger 
matters to the Transport Controller for Canada. 

George L. Garver, assistant chief clerk in the office of the 
president of the Santa Fe for the last seven years, has been 
appointed chief clerk, succeeding E. S. Marsh, recently ap- 
pointed assistant to the president. Wilbur C. Camp has been 
appointed to succeed Mr. Garver as assistant chief clerk. 

The Baltimore & Ohio Railroad Co. has announced that, 
on July 31, offices of its district freight representative, H. J. 
Cartier, and its coal traffic representative, H. H. Lee, in De- 
troit will be transferred from their present location in the 
Dime building to Room 610 in the Lafayette Building, 144 West 
Lafayette Boulevard. 

In this column July 8 it was stated that Paul H. Kelley, 
former branch manager at Muncie, Ind., for Motor Express, 
Inc., of Indiana, had been appointed traffic supervisor at 
Marion, Ind., for Commercial Motor Freight, Inc., succeeding 
K. P. Steinmetz, who had resigned. Mr. Kelley’s new position 
at Marion is that of traffic superivsor for Commercial Motor 
Freight, Inc., of Indiana, a separate corporation, not affiliated 
with Commercial Motor Freight, Inc. 

Funeral services for Matthew Sheehan, of the Atlantic 
Stevedoring Co., New York City, were held July 15, in Brook- 
lyn. Present at the services were Edward J. Barber, president 
of the Maritime Association of the Port of New York, and a 
group of other members of the association, of which Mr. Shee- 
han was a member. 

Joseph Palmer, of the Foregin Advertising and Service 
Bureau, Inc., New York City, has been elected president of the 
Association of Export Advertising Agencies. William T. Hop- 
kinson, of T. B. Browne, Ltd., and Henry R. Webel, of the 
G. M. Basford Co., were elected vice president and secretary- 
treasurer, respectively, of the association. 

David D. Kiviat and Harold P. Casey, both of the marine 
sales division of Francis H. Leggett & Co., won the first leg on 
the president’s club in a golf tournament of the Maritime Asso- 
ciation of the Port of New York, held at White Plains, N. Y. 
About 100 participated in the outing. 

The Foreign Commerce Club of New York will observe 
“baseball night” July 31, when its members will attend a home 
game of the Brooklyn Dodgers at Ebbets Field. J. E. Krebs 
and J. F. Kane constitute the committee on arrangements for 
the occasion. 

W. A. McAuliffe, traffic manager of the Hedger Transpor- 
tation Corporation, New York City, has been named vice pres- 
ident of the corporation, but will continue his duties as traffic 
manager. 

T. R. Bryan has been appointed passenger traffic agent of 
the Atlanta, Birmingham & Coast Railroad Co. at Atlanta, Ga. 

The Akron, Canton & Youngstown Railroad Co. has an- 
nounced appointment of Noel R. Michell as its industrial man- 
ager and secretary, with offices at Akron, O. 


W. F. Drohan, formerly executive vice president of Inter- 
State Motor Freight System, has been appointed assistant to 
the president—traffic, of Keeshin Freight Lines, Inc., and sub- 
sidiary corporations, effective August 1, John L. Keeshin, pres- 
ident of those corporations, has announced. 

William F. Kearns, traveling agent of the Santa Fe refrig- 
erator department at Los Angeles since 1922, has been ap- 


pointed general agent of that department, with headquarters 
in Los Angeles. 


STOKERS FOR LOCOMOTIVES 


The Commission, by Chairman Patterson, by an order in 
No. 29049, A. Johnston, Grand Chief of the Brotherhood of 
Locomotive Engineers, et al. vs. Atchison, Topeka & Santa Fe 
Railway Co. et al., has granted the Gulf, Mobile & Ohio an 
extension of time to August 14, September 13, and October 
13, in which to install mechanical stokers, respectively, in three 
of its locomotives. 


CHANGES IN DOCKET 


Argument in Finance 14447, assigned for July 22, at Washington, 
D. C., was canceled. 

Hearing in MC 49453, Sub. 4, assigned for July 20, at Albany, N. Y., 
was postponed to a date to be fixed. 

Hearing in MC 78786, Sub. 122, assigned for July 21, at San Frzan- 
cisco, Calif., was canceled. 
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Questions and Answers 


« In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to @ 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation—Built-up or Combined Wood Faced with 
Veneer. 


North Carolina.—Question: 
following: 

Trans-Continental Tariff 1-X, Agent L. E. Kipp, Items 3885 
and 3905, applying on built-up wood from east coast points to 
Los Angeles, Cal.: Item 3885 applies on various native lumbers 
among which is gum. Note 1 to the item includes built-up wood 
but is restricted not to apply on built-up wood faced with 
veneer. The current dictionaries define veneer in its noun sense 
as “an overlay of superior wood.” If built-up gum wood is 
faced with walnut, oak or any other superior wood, we concede 
that Item 3885 has no application. However, shipments of gum 
built-up wood faced with gum wood, unfigured, we feel should 
properly be rated under the Item 3885. Certain carriers say not. 
We have reference to rates from Group K points on the East 
Coast. 

Answer: In its report in National Veneer & Panel Associa- 
tion vs. Aberdeen & R. R. Co., 81 I. C. C. 227, the Commission 
cusses the nature of veneer. Among other things the Com- 
mission said: 


Your opinion is asked on the 


The confusion in the veneer and ply-wood rates and the disparities 
between these rates and those on lumber appear to be traceable, to 
some extent at least, to the absence of a uniform understanding as to 
what veneer is. The expert witnesses for complainants and defendants 
were asked at the hearing to differentiate between thin lumber and 
veneer, and the consensus of their testimony indicates that there is no 
practical difference. Veneer, as the word is now used by the trade, 
has lost much of its original significance, and the great bulk of this 
commodity as it is now manufactured might with more accuracy be 
described as thin lumber. 

Veneer usually ranges from one thirty-second to thirteen sixteenths 
inch in thickness, is cut to required dimensions, dried, flattened, and 
shipped in crates. Its production began some time prior to 1860 and 
at first consisted only of mahogany or other valuable woods for decora- 
tive purposes. The quantity manufactured was negligible and ship- 
ments in carloads were unknown. By using improved machinery and 
cheaper domestic woods the industry has been developed into one of 
considerable importance. Probably less than 5 per cent of the present 
production is used for decorative purposes. Veneers of common wood 
are now used extensively for mirror and picture-frame backing, chair 
and drawer bottoms, fruit baskets, box material, wainscoting, paneling, 
etc., and in the construction of built-up wood... 

The various freight classifications provide different ratings on 
veneer made of common woods, and veneer made of woods of value. 
This distinction is also observed in commodity tariffs, some of which 
further provide separate rates on oak veneer, thus differentiating it 
from other common woods. The classifications and tariffs also dis- 
tinguish between built-up wood faced with veneer made of woods of 
value and that faced with common woods. 


In its report in A. D. Cook, Inc., vs. Baltimore & O. R. Co., 
241 I. C. C. 681, the Commission stated that in interpreting a 
tariff, the terms used must be taken in the sense in which they 
are generally understood and accepted commercially, and 
neither carriers nor shippers can be permitted to urge success- 
fully for their own purposes a strained or unnatural con- 
struction. 

Since it is apparent that veneer in its commercial sense is 
not limited to that made of woods of value, it is our opinion 
that Item 3885 does not cover built-up or combined wood faced 
with veneer, whether gum or otherwise. 


Cc. O..D. Shipments—tLiability of Initial Carrier Where De- 
livering Carrier Fails to Collect Amount of C. O. D. 


Tennessee.—Question: We would like very much to have 
your opinion as to the liability of the initial carrier on C.O.D. 
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shipments where the connecting carrier makes proper delivery 
collects the amount of the C.O.D. and fails to remit. 


Several motor carriers in our section of the country haye 
recently become bankrupt and quite a few C.O.D. remittinces 
were outstanding. In most cases the receiver has not given 
any preference to C.O.D. claims and carriers issuing the bi! of 
lading in most instances are called upon to pay. 


/ Usually the route to the destination of a.C.O.D. shipment 
is the only one available. Therefore, it cannot be said thai the 
initial carrier has misrouted the shipment. 


Answer: In its decision in Joseph Mogul, Inc., vs. C. Lewis 
Levine, Inc., 159 N. E. 708 (N. Y.) the court said: 


An express company or other carrier, receiving merchandise on q 
C. O. D. shipment, acts in two capacities, as bailee to transport the 
goods and as agent to collect the price. Hutchinson on Carriers, Sec. 
tion 726. For breach of its duty as bailee to carry and deliver to the 
person and on the conditions stated by the shipper, it is liable, as jn 
the case of any other misdelivery, for the value of the goods. Murray 
vs. Warner, 55 N. H. 546, 20 Am. Rep. 227; Fowler Commission Co, ys. 
Chicago, R. I. & P. R. Co., 98 Mo. App. 210, 71 S. W. 1077. For breach 
of its duty to act as agent for the shipper in the collection of the 
price, it is liable, like any other collection agent, for whatever could 


have been collected, if the duty had been fulfilled. Mechem, Agency, 
Section 1320. 





We can locate no decisions in which the question has been 
considered. If, however, the provisions of Section 219 of Part II 
of the Interstate Commerce Act relate to actions against a 
carrier for its failure to collect the amount of the C.O.D., the 
initial carrier can be held liable. Section 219 of Part II of 
the Act provides: 


The provisions of Section 20(11) and (12) of part I of this Act, 
together with such other provisions of such part (including penalties) 
as may be necessary for the enforcement of such provisions, shall 
apply with respect to common carriers by motor vehicle with like 
force and effect as in the case of those persons to which such provisions 
are specifically applicable. 


Tax on Transportation. 


Wisconsin.—Question: Will you kindly give us the benefit 
of your opinion regarding the following: 

A contract motor carrier has entered into an oral agree- 
ment with a road construction contractor to haul road building 
material, including crushed stone and gravel, from the con- 
tractors place of business to places upon the highway desig- 
nated by the County Highway Commission, a political subdivi- 
sion of the State of Wisconsin. The transportation charges are 


not paid direct to the contract motor carrier by the State of 
Wisconsin. 


Prior to December 1, 1943, this contract motor carrier paid 
to the Internal Revenue Division of the Federal Government 
the three per cent transportation tax under the terms of Section 
3475(b) of the Revenue Act of 1942. Section 143.21 of the 
Revenue Act of 1942 provides that deliveries to state govern- 
ments, or political subdivisions thereof, were exempt from the 
three per cent transportation tax only when amounts for the 
transportation of property were paid to the carrier directly 
by the state. 

Effective December 1, 1943, Section 3475(b) of the In- 
ternal Revenue Code was amended by Public Law 180 to read: 


(b) Government Transportation.—The tax imposed under this 
section shall not apply to amounts paid for the transportation of 
property to or from the government of the United States, or any state, 
territory, or political subdivision thereof, or the District of Columbia, 
or to amounts paid to the Post Office Department for the transportation 
of property. 


During the period December 1, 1943, to May 31, 1944, 
while the amended section of the act was in effect, should the 
carrier have collected and turned over to the federal govern- 
ment the three per cent tax? 


Answer: Effective December 1, 1943, Public Law 180 
(78th Congress) extended the exemption from the tax to include 
shipments of property to or from a state, or an agency or in- 
strumentality thereof, such as a state highway department. 


It does not appear that the State Highway Commiss’‘on 
actually authorizes the contractor to consign shipments of the 
materials to the State, in care of the contractor, for delivery 
to the projects. Instead, the Commission merely awards 4a 
contract to the contractor for the construction or repair of a 
section of a highway, and the contractor is on his own respon- 
sibility to furnish materials on the project, and complete the 
job according to specifications. Under such circumstances, the 
trucking services rendered by the trucker in transporting ma- 
terials to the project are regarded as the transportation of 
property consigned to him and not to the State Highway Com- 
mission. Accordingly, the trucking company charges paid by 
the contractor were subject to the tax. 
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Official Navy Photograph 


STANLEY STEEL STRAPPING gives the needed 
extra protection against the many handlings and “hurry- 


up” treatment of wartime shipments. 


Valuable cargo space is provided when packages are 
strapped with the strong hands of Stanley Steel .. . 
instead of bulky wooden reinforcement . . . and this 


space is saved at no sacrifice of packing strength. 


By land, sea and air, shipments of war materials are 


protected for safe arrival at overseas destinations by 


Stanley Steel Strapping. \ onl 


THE STANLEY WORKS 
Steel Strapping Division 
New Britain, Conn. 


_ STANLEY 














TIRES 


Must Be Sound! 


And that means every tire on your truck 
—if you want to keep rolling. The 
slightest break—a small leak—may mean 
the destruction of the tire and a forced 
lay-off of a truck that is vitally needed 


This Sign 
Will Help 
YOU 


The man who has this sign has earned 
it the hard way—by establishing a repu- 
tation for skilled tire repair and treading 
—by adhering to the highest standards 
in the industry—by his integrity and 
reliability. He is a man you can depend 
on for his title of Certified Master Treader 
is his most prized possession. He can 
keep you rolling. If you don’t know the 
Certified Master Treader in your area 
write and we'll tell you who he is. There 
are hundreds of them in every State. 


National Institute of 
Treading Standards, Inc. 


631 Pennsylvania Ave. Washington, D. C. ~ 
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7 
Traffie Law and Procedure 
Forty-Eighth of a Series of Fifty-Two Articles on This Subject by G. Lloyd Wilson—Pleadings, 






The General Rules of Practice of the Interstate Commerce 

© Commission set forth detailed specifications and orders 
governing pleadings, briefs and exhibits, and provide standard- 
ized forms to be used in proceedings of various types before it. 
The form of reports and orders of the Commission is a matter 
within the administrative discretion of the Commission. It is 
the purpose of this article to sketch the highlights of these 
technical matters and to refer to rules and forms where the 
student may obtain the necessary precise specifications. 


Pleadings 


With the exception of informal complaints and exhibits, all 
pleadings, documents and other papers filed with the Com- 
mission under its rules of practice must be typewritten or other- 
wise produced on durable, opaque and unglazed paper not ex- 
ceeding 8% by 11 inches in size. Margins of at least 1% inches 
on the left side and of at least one inch on the right side of the 
paper are required to permit binding of the documents in covers 
of uniform size. The binding is on the left margin. 

Reproduction may be by any process which produces clear 
and permanently legible copies, such as printing, multilithing, 
multigraphing or mimeographing. 

White-line blueprints which cannot be reproduced by pho- 
tography are not desirable. If the documents are directly type- 
written or in facsimile reproduction of typewriting, the General 
Rules of Practice provide that the reproduction must be on one 
side of the paper and in double-spaced set-up, excepting long 
quotations, which are directed to be single-spaced and indented. 
The requirement that only one side of the paper be used in typed 
or typewriting fascimile document is relaxed, so as to permit 
the use of both sides of the paper, until six months after the 
state of war shall officially have been declared at an end. 

If the documents are printed, adequate leading must be 
used and type of size not less than 10 point is required, except 
that 8 point type may be used in footnotes and in tabular ma- 
terial where printing limitations require its use. 

Briefs over 50 pages in length, including cover pages in- 
dexes and appendixes, may not be typewritten under any cir- 
cumstances.” 

Applications filed with the Commission may be prepared 
in the form and contain the data called for in the form of the 
application presented by the Commission or in compliance with 
instructions issued from time to time with respect to the filing 
of applications. These documents are used for various pur- 
poses by the Commission and for this reason, the rules govern- 
ing their form and substance are flexible.” The number of copies 
of applications furnished by the Commission and required to be 
filed with the Commission and served upon other persons are 
specified by the Commission either in the applications or in 
the instructions which accompany them.’ 

No form is prescribed or suggested by the Commission’s 
General Rules of Practice for informal complaints which may 
be made by letter or other writing. The rules provide, how- 
ever, that whichever mode of communication is used, the in- 
formal complaint must contain the essential elements of a 
formal complaint and may include supporting documents.* 

The form of exhibits is governed by special regulations 
which permit exhibits to be filed in maximum size of 12%4 inches 
by 22 inches. The detailed specifications governing the prep- 
aration of exhibits, the arrangement of the data presented, and 
their identification have been discussed elsewhere.* 


Copies of Pleadings 


The number of copies of pleadings and documents required 
to be filed in proceedings before the Commission for its use is 
fixed, generally, at an original and 14 copies, unless otherwise 


provided in the application forms or instructions, with the fol- 
lowing exceptions: 


1. In proceedings arising under the uniform bankruptcy act, 19 
copies of every pleading, document and paper must be filed.® 

2. The number of applications required to be filed is set in the 
application form or in the instructions by which they are governed.’ 

‘2 ©. €., 


General Rules of Practice, Rule 15. 
* Ibid., 


Rule 38 (a). 


® Tbid., Rule 38 (b). 
‘Ibid., Rule 24 (a). 
*Ibid., Rule 84 (a) and see Article No. XLVII. 
®Tbid., Rule 16 (b). 


TIbid., Rules 38 (a) and 16. 
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3. An original and two copies of protests to applications are re 
quired to be filed, unless a different number is specified by the Com- 
mission in its public notice.® 

4. A sufficient number of formal complaints, amended or supple- 
mental formal complaints, or cross-complaints must be filed to permit 
service of a copy to each defendant and the retention of an original and 
six copies by the Commission.® 

5. In cases where the defendants satisfy formal complaints, only 
an original of a statement showing the details respecting the satis- 
faction of the complaint is required to be filed.?° 

6. Only an original need be filed in informal complaints, except 
that those which seek damages should be accompanied by a sufficient 
number of copies to enable the Commission to transmit one copy to each 
defendant named in the camplaint.* 

7. An original and one copy of depositions and one copy of exhibits 


which accompany them are sent by the officers before whom the deposi- 
tions are taken.’* 


8. An original and one copy of exhibits of documentary evidences are 
required to be filed with the presiding officer at hearings, unless the 
officer directs otherwise. A reasonable number of exhibits so filed must 
be provided for counsel in attendance at the hearings. The official 
reporters at the hearings receive the original and the presiding officer 
receives the copy of the exhibits. Exceptions to this rule provided 
that (a) in hearings before a board a copy of each exhibit must be 
provided for each member of the board; and, (b) in proceedings under 
the uniform bankruptcy act, an original must be provided for the re- 
porter and three copies are supplied to the presiding officer. 


9. In proceedings in which additional documentary evidence is per- 
mitted or directed to be furnished within a stated time subsequent to 
the hearings held in the cases, an original and one copy of each piece 
of documentary evidence must be submitted to be filed with the Com- 
mission unless otherwise directed by the presiding officer." 

10. An original and six copies of all pleadings are required to be 


filed with the Commission in all modified and shortened procedure pro- 
ceedings.» 


11. A number of copies of petitions for leave to intervene, tendered 
at hearings, must be provided for distribution to the parties represented 
at the hearings. If leave to intervene is granted, an additional copy is 
required to be filed for the use of the Commission.*¢ 


12. If the petitions for leave to intervene are tendered otherwise 
than at hearings, the originals of the petitions must be accompanied 
by a number of copies sufficient for the Commission to retain one copy 
and to serve a copy upon the parties. In the instance of petitions for 
leave to intervene in application proceedings under Part II of the inter- 
state commerce act, the petitions are not served upon the parties by 
the Commission but by the petitioners. In such cases one copy and the 
original of the petitions are filed with the Commission. 

13. If prepared statements are read into the record at hearings by 
witnesses with the approval of the presiding officer, a copy of the state- 
ment must be presented to the officer, to the reporter and to the oppos- 
ing counsel, as may be directed by the officer. 

14. Seven copies of each protest or reply must be filed with the 
Commission in petitions for the suspension of tariffs or schedules. One 
copy of the protest must be served on the publishing carrier, freight 
forwarder or tariff publishing agent, and on every other person known 
by the protestants to be interested:’ 

15. In the case of replies filed with the Commission in response 
to pleadings, the same number of replies must be filed as is required 
respecting the pleadings to which the replies are responsive.”° 


16. Only an original of the request for the allotment of time need 
be filed by those requesting an allotment of time for oral argument 
before the Commission.” 

17. An original only is requested to be filed with the Commission 
of requests for the issuance of subpoenas.** 

18. Originals only are required in the case of requests for modifi- 
cation of the time required by the General Rules of Practice for the 
filing of pleadings and of the certificates certifying that the persons 
making the requests for modification of the time have notified all parties 
to the proceedings.” 

19. Only an original letter is required in the case of requests or 
suggestions for changes in the transcript of the record of testimony 
taken at hearings. A copy, however, must be served upon the parties 


8 Ibid., Rule 40 (c). 

®*Tbid., Rule 26 (a). 

10 Tbid., Rule 37. 

11 Tbid., Rules 24 (a) and 25 (qd). 
12 Tbid., Rule 64. 

13 Tbid., Rule 84 (c). 

14 Tbid., Rule 86. 

15 Tbid., Rules 52 and 44 (c). 
16 Tbid., Rule 72 (d). 

17 Ibid., Rule 72 (d). 

18 Tbid., Rule 77. 

19 Tbid., Rule 42 (c). 

°° Tbid., Rule 23 (b). 

*1 Ibid., Rule 98 (b). 

22 Tbid., Rule 56 (a). 

°3 Ibid., Rule 21 (b). 
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@ The Marines call it “esprit de 
corps.” Neptune calls it’’“Know-How.” | 


It’s knowing your job and doing it. 
It’s the reason why traffic men 
depend on Neptune for long 
distance moving ...a reason backed 
by 44 years of specialized experi- 
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Find out what a difference 
“Know-How” can make in handling 
your next move between any two 
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efficiently. Bekins Vanliners 
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and make trips to all parts of 
Our 49th @2°) Year the United States. Write 
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AGENT-MEMBER: ALLIED VAN LINES, INC. 
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@ The example below shows how a company’s 
product packed for shipment looked, after being 
put through the laboratory by Signode Shipping 
Engineers. It came out with recommendations 
that will cut “delivered cost’’—a real advantage 
under competitive conditions. 
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of record in the proceedings and upon the official reporter who reported 
the hearings.** 


Attestation of Pleadings 


When the parties to proceedings before the Commission are 
represented by practitioners, the pleadings, documents or papers 
presented or offered in the proceedings must be signed in ink 
by one of the practitioners representing the parties. The ad- 
dresses of the practitioners executing these documents must also 
be shown in the pleadings. 

The signature of the practitioner serves as his certification 
that: 1. he has read the pleadings, documents or papers to which 
his signature is appended; 2. he is authorized by the principal 
to file it on the latter’s behalf; 3. to the best of his knowledge, 
information and belief there is good ground for the filing of 
the document; 4. it is not interposed for the purpose of delaying 
the proceedings—that is, that it is not merely a dilatory plead- 
ing, and, 5. he files it, if it is a complaint, with the distinct 
knowledge and with the specific consent of the complaintant. 

If the pleadings, documents or papers are signed and cer- 
tified by registered practitioners, generally, they need not be 
verified or accompanied by an affidavit.” Exceptions are made 
to the exemption of signed documents from the requirement of 
certification or affidavits in the following cases: 


1. Applications which must be prepared and executed in compliance 
with the form prescribed by the Commission and in conformity with 
the Commission’s instructions.?6 


2. The facts asserted in any pleading filed in modified or shortened 
procedure must be sworn to by persons having knowledge of the facts. 
This must be made to appear in the affidavits.” 

3. Statements showing the details of shipments on which damages 
are claimed, filed in proceedings in which the Commission finds that 
damages are due but the amount of damages cannot be ascertained by 
the Commission on the record before it, must be verified and certified, 
as to accuracy, by the carriers which collected the freight charges. This 
certification must be made by a general accounting officer of the collect- 
ing carrier. If the collecting carriers are not parties defendant in the 
proceedings before the Commission in which the statements of damages 
are filed, the certificates must be concurred in by signatures of corre- 
sponding officers of the defendant carriers.** The substance of this form 
will be discussed later. 


If pleadings, documents or papers are not signed by a 
practitioner, they must be signed in ink by the person filing the 
complaint. The signer must state his address. The facts alleged 
in a pleading must be verified under oath by the person on be- 
half of whom it is filed. If the pleading is a complaint, it must 
be signed by at least one of the complainants. If the documents 
are filed on behalf of corporations or other organizations author- 
ized to file complaints under the interstate commerce act which 
are not signed by practitioners, they must be signed in ink and 
the facts alleged in pleadings must be verified by an executive 
officer of the corporations or organizations.” 


Oath or Affirmation 


The Commission’s General Rules of Practice provide that 
wherever under its rules an oath is required, that an affirmation 
in judicial form is acceptable in lieu of an oath.” 


Pleadings and the Record 


The recitals of material and relevant facts in the pleadings, 
filed prior to oral hearings in proceedings, constitute evidence 
unless specifically denied in a counter-pleading filed under the 
Commission’s General Rules of Practice. These recitals are part 
of the record without the necessity of special admission before 
incorporation in the record. If requests are made in due sea- 
son, however, competent witnesses must be made available for 
cross-examination on the evidence included in this way in the 
records of proceedings.” 

The Commission has discretion to allow or deny leave to 
file amendments in any pleading filed with it.” 


Time for Filing Pleadings 


The Commission’s General Rules of Practice prescribe the 
computation of time for the filing of pleadings, documents and 
other papers. The rules provide that the day of the act, event 
or default after which the period of time designated in the 
Commission’s regulation begins to run, is not included in the 
computation of time. The last day of the period is included, 
unless it follows on a Sunday or on a day which is a legal holi- 
day in the District of Columbia. The periods in such cases run 
until the end of the next day which is neither a Sunday or a 


*4*Ibid., Rule 90 (b). 

** Ibid., Rule 17 (a). 

*6 Ibid., Rule 38. 

7 Ibid., Rules 50 and 44. 

*8 Ibid., Rule 100, and Form No. 5, General Rules of Practice, I. C. C. 
*° Ibid., Rule 17 (b). 

% Tbid., Rule 18. 

1 Tbid., Rule 19. 

2 Tbid., Rule 20. 
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holiday in the District of Columbia. Half holidays are not 
construed as holidays in this computation of time. 

With two exceptions, any period of time prescribed or per. 
mitted in the Commission’s rules may be modified on written 
request made in due season specifying the reasons relied upon to 
cause the Commission to grant a request for modification. The 
two exceptions are: 1. Informal pleadings seeking damages 
which must be filed within the statutory period of limitations 
prescribed for such actions; 2. petitions for reconsideration 
which must be filed within 30 days after the date of service of 
the decision or order granting an application in whole or in 
part, or within 60 days after the date of service of any other type 
of decision or order.* 

If the Commission grants the request for the modification 
of the time period prescribed or permitted, the party making 
the request must notify promptly all carriers of the proceedings 
and certify the fact of notification to the Commission. As has 
been stated above, only the original of such requests and cer. 
tificates need be filed with the Commission. 

An exception is made to the periods of time specified in 
the Commission’s rules when they are applied in any proceeding 
in which the general office of the party to the proceedings or 
of the practitioner representing the party, is located west of 
a line drawn through El Paso, Texas, Salt Lake City, Utah, or 
Helena, Montana. In such cases five days are added to the 
time periods for these parties.” 


Service of Pleadings and Papers 


The Commission’s General Rules of Practice provide, gen- 
erally, that all pleadings, documents or papers, when filed or 
tendered to the Commission for filing must include certificates 
showing that they have been served simultaneously on all 
parties to the proceedings. Service of one copy to each party 
of the proceedings may be made by delivery in person, or by 
transmission by first-class mail, or express service properly 
addressed with charges prepaid. If the parties are represented 
by practitioners, service upon the practitioners is considered 
service upon the parties. Exceptions are made to this rule of 
service in the case of: 


1. Copies of applications must be served upon the persons and in 
the manner specified in the application forms or in the instructions 
which govern them.* 

2. Formal complaints, including supplemental and cross-complaints, 
are filed by the Commission either personally on the carriers or freight 
forwarders or other agents designated for the purposes of service, or 
by mail addressed to the carriers, freight forwarders or agents at the 
address filed. If the carriers or freight forwarders have not designated 
service agents, service is made by posting the complaints in the office 
of the Secretary of the Commission. If the defendants are motor car- 
riers subject to Part II of the interstate commerce act, service is also 
made by posting the complaint in the office of the secretary or clerk 
of the state board which has jurisdiction over motor carriers in the 
state in which the motor carriers maintain their headquarters. Com- 
plaints which are concerned only with the lawfulness of rates, fares, 
charges, classifications or practices may be served on attorneys-in-fact 
of the carriers or freight forwarders who have filed the tariffs or 
schedules in behalf of the carriers or freight forwarders. Service in this 
way is not made on carriers subject to Part I of the interstate com- 
merce act unless they have failed to designate service agents in Wash- 
ington. 

3. Informal complaints are transmitted by the Commission to the 
persons to whom complaint is made by correspondence in an endeavor 
to satisfy the matter by this means and thus obviate the filing of formal 
complaints.** 

4. Petitions for leave to intervene, when presented at hearings, are 
served as motion papers to the parties represented at the hearings. 
When not tendered at the hearings, the original petition must be accom- 


panied by copies for service by the Commission upon each party to the 
proceedings.* 





Copies of letters to the Commission relating to oral argu- 
ment, subpoenas and requests for modification of the maximum 
time periods prescribed or permitted under the Commission’s 
rules, need not be served upon the other parties to the pro- 
ceedings.” 

Replies 


The adverse parties may file and serve replies to pleadings 
permitted under the Commission’s General Rules of Practice 
within 10 days after service of the pleadings upon the parties, 
subject to the following exceptions: 


1. Replies are not permitted to replies. 
2. Answers to complaints must be filed within 20 days after the day 
on which the complaints to which the answers are filed, are served, un- 


33 Ibid., Rules 25 and 101 (e). 

*% Ibid., Rule 21 (a), (b), and (c). 

3% Ibid., Rule 38 (b). 

36 Tbid., Rule 34. 

“7 Tbid., Rule 24 (b). 

%8 Tbid., Rule 72 (qd). 

*® Tbid., Rules 22 (b), 98, 56 (a) and 21 (b). 
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for Dependable 


W AREHOUSING 


and Merchandise Distribution in 


e CHICAGO 
e KANSAS CITY 
e LOS ANGELES 


use the unsurpassed facilities of 


CROOKS 


TERMINAL WAREHOUSES, nc. 


Chicago—433 W. Harrison St. 
Kansas City—1104 Union Ave. 
New York Office—271 Madison Ave. 


associated with 
OVERLAND TERMINAL WAREHOUSE CO. 
1807 E. Olympic Blvd., Los Angeles 


for additional detailed information see 
TRAFFIC WORLD WAREHOUSE SECTION LISTINGS 
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A 


Due to the national emer- 
gency Delta Line service is 
now controlled by the War 
Shipping Administration 


FOR SAILING INFORMATION APPLY 


MISSISSIPPI SHIPPING COMPANY, INC., x NEW ORLEANS 


NEW YORK—2841-17 BATTERY PLACE 
CHICAGO — 140 SO. DEARBORN ST. 
501 HIBERNIA BANK BUILDING—-NEW ORLEANS 











‘I gotta date with 1000 Jeeps! 
: Call AIR Express 


F AIR EXPRESS shipments could talk—and knew 
where they were going and why—we wouldn’t 
have to urge you to ship when ready, especially 
if you are a manufacturer of war materials. For 
early shipment is the way to be certain of 
earliest possible delivery. Don’t let shipments 
lie around for routine end-of-day pick up. 
Call air ExPRESS the instant the label 
is on. No matter what the label 
says, it isn’t AIR EXPRESS until 

it’s on a plane! 


A Money-Saving, 
* High-Speed Wartime Tool 
S\’ for Every Business 


As a result of increased efficiency developed to meet wartime 
demands, rates have been reduced. Shippers nationwide are 
now saving an average of more than 10% on Air Express charges. 
And Air Express schedules are based on “‘hours’”’, not days and 
weeks — with 3 mile-a-minute service direct to hundreds of 
U.S. cities and scores of foreign countries. 


WRITE TODAY for “Vision Unlimited’’—an informative booklet 
that will stimulate the thinking of every executive. Dept. PR-8, 
Railway Express Agency, 230 Park Ave., New York 17, N. Y., 
or ask for it at any local office. 


Phone RAILWAY EXPRESS AGENCY, AIR EXPRESS DIVISION 
Representing the AIRLINES of the United States 
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less otherwise directed by the Commission.*® Defendants are required to 
file their statements within 30 days after the date upon which the com- 
plainants file their statements of the evidence upon which they rely in 
proceedings under modified and shortened procedure. Complainants may 
serve reply statements within 10 days after the receipt of the defendants’ 
statements. No further replies are needed, therefore, except upon per- 
mission of the Commission." 

3. Reply briefs may be filed within 10 days after the date fixed for 
the filing of the briefs of the opposing parties, unless the officer presid- 
ing at the hearings fixes the same time for the filing and serving of the 
briefs of all the parties. In the latter case, reply briefs may be filed 


within 15 days after the expiration of the time fixed for the filing of the 
briefs by the parties.‘ 


Depositions 


The Commission, either on its own initiative or for good 
cause shown by any party in a proceeding before it, will issue 
orders for taking of depositions in lieu of oral testimony of 
certain witnesses. A deposition is defined as sworn testimony 
taken out of court by questioning a person before an authorized 
official. The testimony so taken is intended for use in court 
without the appearance of the witness. 

Depositions under the Commission’s rules may be taken 
before an officer authorized by the laws of the United States, 
or by the laws of the places where the depositions are taken, 
to administer oaths, if they are taken within the United States, 
a territory or an insular possession subject to the dominion of 
this country. If they are taken within a foreign country, they 
may be taken before officers or other persons who are either 
designated by the Commission or agreed upon by the parties by 
stipulation, in writing, filed with the Commission. 

Depositions as a rule are not taken within ten days prior 
to the dates assigned for hearings in the proceedings in which 
they are to be introduced in evidence, unless under special cir- 
cumstances and for good cause shown, the Commission permits. 
If they are taken in a foreign country, they must be taken 
within 30 days prior to the dates assigned for hearings. 

Witnesses whose depositions are taken pursuant to the 
Commission’s General Rules of Practice and the officer before 
whom they are taken are entitled to the same fees paid for 
similar services in the United States courts. The fees are paid 
by the parties at whose instance the depositions are taken.” 
Petitions requesting orders of the Commission to take de- 
positions must be filed with due regard to the periods of time 
specified in the Commission’s General Rules of Practice. They 
must show the names and office addresses of the officers be- 
fore whom they are taken, the places at which they are made, 
the names and office addresses of the witnesses making them 
and the causes or reasons for taking the depositions.” 

In cases where petitions requesting orders of the Commis- 
sion for depositions are granted, the Commission serves the 
orders on the parties naming the witnesses whose depositions 
are to be taken. They also specify the time and place where the 
depositions are to be taken and the officers before whom they 
are to be taken. The Commission may take action in granting 
permission for depositions to be taken without awaiting the pos- 
sible filing of replies. It is not required, however, that the time, 
place and officer be the same as specified in the petition to the 
Commission. 

The parties served by the Commission with its orders for 
taking depositions may then transmit written questions to the 
officers before whom the depositions are to be taken. The officers 
put the questions to the witnesses and the verbatim answers of 
the witnesses are recorded by the officers. It is not required that 
the interrogatories be served on the parties at whose instance 
the depositions are taken.” 

The officers before whom depositions are taken are required 
to observe the provisions of the Commission’s General Rules of 
Practice governing the typographical specifications of pleadings 
and other documents and appearances.” They must put the 
witnesses on oath and record their testimony, either personally 
or by other persons acting under their direction and in their 
presence. The testimony of the witnesses is recorded steno- 
graphically and transcribed unless the parties agree that the 
evidence be recorded in some other fashion.” 


Objections with respect to the qualifications of the officers 
before whom the depositions are made, the manner in which 
they are taken, the evidence presented, the conduct of the 
parties, and any other objections to the proceeding made at the 
time of the examiantion are noted by the officers upon the 
depositions. The evidence to which objections are raised are 


” Tbid., 
"! [bid., 
" Tbid., 
* Tbid., 
4! Thid., 
* Tbid., 
‘© Tbid., 
" Tbid., 





Rule 35 (c). 

Rules 51 and 44 (c) 
Rules 92 and 93. 

Rule 57, (a), (b), (c), 
Rule 58. 

Rule 59. 

Rules 60, 15 and 71 (a). 
Rule 60. 


and (qd). 
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taken subject to the objections. The objections are considereq 
and ruled upon by the officers of the Commission conducting 
the hearings.* 


After the testimony taken by deposition is transcribed or 
otherwise recorded, the deposition of each witness is submitteg 
to him for examination and is either read to or by him. I! the 
witnesses wish to make any changes either in the form or sub- 
stance of depositions, the changes are entered on the depositions 
by the officers with statements of the reasons given by the wit- 
nesses for making the changes. 


The depositions, either with or without changes, are signed 
by the witnesses, unless the parties by stipulation of record 
waive the signing, or the witnesses are ill, cannot be found, or 
refuse to sign the depositions. If the depositions are not signed 
by the witnesses making them, the officer before whom they are 
taken must state at the foot of the depositions the reasons given 
for failure or refusal to sign them, if any reasons are given. The 
unsigned depositions, if made in this way, may be used generally 
as fully as if they were signed. However, the Commisison is 
empowered to find, on motion to suppress the unsigned deposi- 
tion, that the reasons given for the failure or refusal to sign 
them are sufficient to require their rejection in whole or in part. 
This is a matter for the exercise of discretion by the Com- 
mission.” 


The officers before whom the depositions are made are re- 
quired to certify on them that the witnesses were duly sworn 
by the officers and that the depositions are true records of the 
testimony given by the witnesses. The officers must certify also 
that they are not the counsel or attorneys for any of the parties, 
and that they are not interested in the event of the proceedings.” 


The parties taking the depositions must give prompt notice 
to all other parties of their filing.“ The officers before whom 
depositions are made are required to furnish a copy of them to 
any interested party or to the deponent, on payment of reason- 
able charges for the copies.” 


Depositions are offered in evidence by the parties at whose 
instance they are taken, at oral hearings, if such hearings are 
held. If they are not offered by the parties on behalf of whom 
they are made, they may be offered in whole or in part by the 
adverse parties. If only parts of the depositions are offered in 
evidence by any party, an adverse party may require the intro- 
duction of all of the depositions which are relevant to the parts 
introduced. Any party may introduce in evidence any other 
parts of the depositions. Depositions are admissible in evidence 
subject to objections noted at the time the depositions were 
taken, or at the time when they are offered in evidence. These 
objections may run to the competency of the witnesses or the 
competency, relevancy or materiality of the testimony.” 


Stipulations 


The Commission’s General Rules of Practice provide that 
the parties may agree on any pertinent facts in the proceeding 
by stipulation in writing filed with the Commission at any stage 
of the proceedings or orally at the hearings. Permission to make 
stipulations may be granted in the discretion of the officer pre- 
siding at the hearings. The Commission’s rules state that it is 
desirable that the facts be thus agreed upon as far as and when- 
ever practicable.“ The stipulations made during hearings are in 
addition to those contemplated by the rules providing for and 
governing pre-hearing conferences, which previously have been 
discussed.” 

Orders of the Commission 


When the Commission has by its orders, made in conse- 
quence of proceedings under the interstate commerce act or 
other acts administered by the Commission, directs defendants 
or respondents to do or to desist from doing particular things, 
the defendants or respondents must notify the Commission, on 
or before the dates on which the orders are to become effective, 
whether or not compliance with the orders has been made. The 
Commission may, within the framework of its statutory author- 
ity and jurisdiction, make orders requiring either affirmative 
action by the carriers or negative orders requiring them to re- 
frain from unlawful action. If changes in carriers’ rates or 
schedules are required by the Commission’s orders, the carriers 
or freight forwarders subject to the orders are required to give 
the notification in addition to the filing of the proper tariffs or 
schedules issued in compliance with the Commission’s orders. 





48 Tbid., Rule 61. 
# Tbid., Rule 62. 
50 Tbid., Rule 63. 
51 Tbid., Rule 65. 
52 Ibid., Rule 66. 
58 Tbid., Rule 67. 
4 Tbid., Rule 69. 
% Tbid., Rule 69 and see Article No. XLVI. 
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5,369 Miles of Daily Service 
Criss Crossing the Middlewest 


MERCHANTS MOTOR FREIGHT, Inc. Wl fe 49 SM JIU (COs 


on the Delaware 


ST. PAUL, MINNESOTA Se Ze ‘The Port of Pexsonal Service 
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together. 


All Freight Rate Changes 


and 
All Classification Changes 


are promptly and accurately reported in 


TRAFFIC BULLETIN 


You can be sure that not a single change in rates, 
classification, transit privileges, or regulations can 
be made without your knowing about it in advance 
if you are using the weekly TRAFFIC BULLETIN. 


Each week the BULLETIN lists every new tariff 
and supplement filed; it furnishes you with the 
Consolidated Classification docket, the dockets of 
the various territorial rate committees, and many 
of their hearing bulletins and disposition notices; 
it keeps you advised of short-notice changes, on 
both railroad and truck rates; on Fourth Section 
matters; investigation and suspension orders; and 
on embargoes. Write for sample copy. 















STARRETT-LEHIGH 
BUILDING 


OUTSTANDING as its dominance over New York's West 
Side midtown skyline, the STARRETT-LEHIGH BUILDING 


offers the manufacturer and distributor superior advantages: 









































e Lehigh Valley R.R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor 
facilities throughout 


eFloor areas, 52,000 to 124,000 sq. feet. Smaller 
units may ve leased 


e High safety standards—Jow insurance rates 
e Live steam for manufacturing purposes 
eFast passenger elevators; restaurant; barber shop. 


INVESTIGATE .... learn what satisfied, 


nationally-known occupants are doing at the 


Starrett-Lehigh Building 


West 26th —West 27th Streets—llth to 18th Avenues 
D. R. CROTSLEY, Manager, 601 West 26th Street Tel.: CHickering 4-5520 






































THE TRAFFIC SERVICE CORP. 


418 South Market Street 
CHICAGO 
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The certifications must contain the numbers of the tariffs or 
schedules filed in compliance with the Commission’s orders.” 


Joint Board Procedure 


The motor carrier act amended the interstate commerce act 
to provide for the creation of joint boards composed of repre- 
sentatives of state regulatory bodies to which matters pertaining 
to the applications for operating authority and regulation of 
motor carriers and brokers subject to the interstate commerce 
act are referred. The act also provides that the Commission 
may designate examiners to advise and assist the joint boards. 
It may also prescribe rules and regulations to govern the con- 
duct of joint board proceedings.” 


The Commission’s General Rules of Practice provide that, 
after a joint board has been created as provided by the act, it is 
required to select one of its members to act as chairman. 
If he is absent from any meeting of the board, the mem- 
bers present shall select a temporary chairman. The failure 
of a duly appointed member of a joint board to participate ‘in a 
hearing before it after notice of a matter referred to the board 
is considered to constitute a waiver of action in the matter on 
the part of the state from which the member was appointed. 


When the members of boards or a majority of the members 
of the boards in attendance at hearings are unable to agree upon 
the disposition of procedural questions arising in the hearings, 
the chairmen or acting chairmen of the boards are directed to 
decide the questions and accordingly rule or order. 

The joint boards’ reports are required to conform as nearly 
as possible to the form used by the Commission in similar cases. 
This is required in the interest of uniformity. Reports of the 
joint boards are served by the Commission. 


The joint boards’ jurisdiction over the matters referred to 
them by the Interstate Commerce Commission is determined by 
the following circumstances: 


1. Service of a report made by the joint board and served by the 
Interstate Commerce Commission. 


2. Submission by the boards of their conclusions without written 
reports. 

3. Written waivers of action by the appropriate authorities of the 
states from which members are entitled to be appointed. 

4. The failure of all members of the boards to appear at hearings. 

5. The failure of a majority of a board to agree upon action to be 
taken in any matter. 


6. The entry of orders vacating the orders of reference to the joint 
boards. 


After the termination of the jurisdiction of joint boards, the 
matters which were referred to the boards in the first instance 
are either decided by the Commission or made the subjects of 
reports of other officers of the Commission. The reports are 
made either on the records already made before joint boards or 
further hearings may be held as required.® This procedure sub- 
sequent to the termination of the action of the joint boards is 
followed in all cases except where reports of the boards are 
made and served by the Commission, as has been discussed. In 
cases where reports are made by the boards and served by the 
Commission, the procedure subsequent to the termination of the 
joint boards’ jurisdiction is the same as that followed in formal 
cases following the report of the officers of the Commission to 
whom matters have been referred.” 





50 Tbid., Rule 99. 

57 Interstate Commerce Act, Part II, Sections 203 (a) (4); and 205. 
5881. C. C. General Rules of Practice, Rule 14. 

5° Ibid., Rules 96, 100 and 14 (e). 


NEW COMPLAINTS FILED 


No. 29161, Sub. 3, Maine Potato Growers & Shippers Committee, Inc., 
Presque Isle, Me. vs. B. & A. 

Makes allegations similar to those in No. 29161, Sub. 1. Asks 
cease and desist order and an award of reparation pendent lite on 
all shipments made during pendency and on which transportation 
charges are paid by complainant or any of its members on whose 
behalf the complaint is filed. (J. C. Briggs, president, Maine Potato 
Growers & Shippers Committee, Inc., Presque Isle, Me.) 

No. 29161, Sub. 4, United Fresh Fruit & Vegetable Association, Wash- 
ington, vs. Aroostook Valley R. R. Co. 

Alleges that collection of car rental charge in addition to line 
haul charges on shipments of white or Irish potatoes between points 
in Maine and destinations in the continental United States, is in 
violation of section 1. Asks cease and desist order as of June 30. 
(Gordon C. Stedman, traffic manager, United Fresh Fruit & Vege- 
table Association, 1013 13th St. N. W., Washington, D. C.) 

MC F-2583, Greyhound Corporation—investigation of control—The South- 
ern Limited, Inc. 

Investigation instituted on the Commission’s own motion to in- 
quire into whether control or management of the Southern Limited, 
Inc., in a common interest with the Greyhound Corporation or a 
earrier or carriers controlled by it, may have been effectuated and 

may be continuing in violation of section 5 (4). 






TRAFFIC WORLD 


DOCKET OF THE COMMISSION 


July 24—Columbus, Ohio—State Comm.—Examiner Clifford: 
* MC F-2479—Suburban Motor Freight, Inc., purchase, Lecrone-Bencdict 
Ways, Inc. 
* MC F-2483—Wheeling-Steubenville Truck Service, Inc., purchase, Le. 
crone-Benedict Ways. 
July 24—Hartford, Conn.—Bond Hotel—Examiner Kephart: 
MC 18264 Sub. 7—Hartford Transportation Co., Inc., Hartford, Conn,, 
certificate to extend operations. 
July 24—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 105095—H. Snider, Hamilton, Mo., certificate. 
MC 105084—L. W. Hayes, Bethany, Mo., certificate. 
July 24—Philadelphia, Pa.—U. S. Ct.—Examiner Snider: 
29100—Hugh McGinn vs. Philadelphia & Western Ry. 
July 24—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Boss: 
MC-C-396—S. Strunz & Son, Inc. vs. Hemingway Brothers-Interstate 
Trucking Co., et al. 


July 24—Shreveport, La.—Washington Youree Hotel—Examiner Higgins: 
MC-F 2217—Beneficial Industrial Loan Corp., control; continental Mo- 
tor Coach Lines, Inc., control; Tri-State “Transit Co. of Louisiana, 
Inc., merger, Interurban Transportation Co., Inc., and Bordelon 
Lines, Inc. 
MC-F 2218—Tri-State Transit Co. of Louisiana, Inc., issuance of stock. 
July 24—Washington, D. C.—Argument: 
28190—New automobiles in interstate commerce. 
July 24—Winona, Minn.—U. S. Ct.—Jt. Bd. 142: 
MC 58273 Sub. 1—Green Bay and Western Railroad Co., Green Bay, 
Wis., certificate. 
July 25—Brooklyn, N. Y.—Hotel St. George—Examiner Boyden: 
Finance 12950—Cent. of Ga., reorganization. 
July 25—Brooklyn, N. Y.—St. George Hotel—Examiner Snider: 
29125—Lifschultz Fast Freight vs. A. B. C. Freight Forwarding. 
July 25—Columbus, O.—State Comm.—Jt. Bd. 60: 
MC 18124, Sub. 4—Aller & Sharp, Inc., Columbus, O., permit to ex- 
tend operations. 
July 25—Columbus, O.—State Comm.—-Examiner Clifford: 
* MC F-2563—Greyhound Corp., control, Valley Public Service Co. 
July 25—Jacksonville, Fla.—Mayflower Hotel—Jt. Bd. 205: 
MC 71983 Sub. 16—Florida Motor Lines Corp., Jacksonville, Fla., cer- 
tificate to extend operations. 
July 25—Minneapolis, Minn.—Hotel Nicollett—Jt. Bd. 145: 


MC 1509 Subs. 48, 49 and 50—Northland Greyhound Lines, Inc., Minne- 
apolis, minn., certificate to extend operations. 


July 25—Omaha, Nebr.—Hotel Fontenelle—Examiner Corcoran: 

MC-C 395—On-Time Transfer Co. et al. vs. Buckingham Transporta- 
tion Co. et al. 

July 25—Washington, D. C.—Examiner Stillwell: 
1. & S. M-2433—East, south, joint rates and routes, cancellation. 
July 25—Wilkes-Barre, Pa.—U. S. Ct.—Examiner Jordan: 

Finance 14475—Application of Loyalsock R. R. Co. and Lehigh Valley 
for a certificate permitting abandonment by former and abandon- 
ment of operation by latter of lines extending from Noxen to Slash 
Dam, Pa. 

July 26—Boston, Mass.—Hotel Manger—Examiner Kephart: 


MC 63673 Sub. 3—Warner Co., Inc., Medford, Mass., certificate to ex- 
tend operations. 


July 26—Brooklyn, N. Y.—St. George Hotel—Examiner Snider: 
1. & S. 5311—Routing restrictions, south to K. C. S. Ry. points. 
July 26—Charleston, W. Va.—State Comm.—Jt. Bd. 113: 
MC 104839 Sub. 1—Max C. Sites Coal and Wood, Petersburg, W. Va., 
permit to extend operations. 
July 26—Charleston, W. Va.—State Comm.—Jt. Bd. 118: 
MC 66562 Sub 553—Railway Express Agency, Inc., New York, N. Y. 
July 26—Charlotte, N. C.—Charlotte Hotel—Examiner Yardley: 
MC 102616, Sub. 2—Coastal Tank Lines, Inc., York, Pa. 


July 26—Columbus, O0.—State Comm.—Examiner Clifford: 


* MC-F 2575—C. T. Livezey, control; Ohio Cartage Co., purchase, Atlan- 
tic Trucking Co., Inc. 


July 26—Indianapolis, Ind.—U. S. Ct.—Jt. Bds. 60 and 21: 

MC 94442 Sub. 2—A. Bonifer, Velpen, Ind., certificate to extend opera- 
tions. 

MC 104979—Harvey Williams & Son, Remington, Ind., certificate. 

July 26—Minneapolis, Minn.—Hotel Nicollett—Examiner Myers: 

MC 88684 Sub. 9—E. L. Murphy Trucking Co., St. Paul, Minn., cer- 
tificate to extend operations. 

July 26—Pierre, S. D.—State Comm.—Jt. Bd. 184: 

MC 105139—I. Risseeuw, Crookston, Nebr., certificate. 

July 26—Washington, D. C.—Com. Mahaffie and Ass’t. Director Boles: 
29085—Control of C. & O., N. Y. C. & St. L., Pere Marquette Ry. by 
Alleghany Corp., Rebert R. Young, Allan P. Kirby. 

Finance 14561—Application of Alleghany Corp. in respect of control of 
control of C. & O., Pere Marquette, N. Y. C. & St. L., and other 
carriers. 

July 26—Washington, D. C.—Examiner Garofalo: 
MC 52873 Sub. 1—G. Schoierer, Weehawken, N. J. 
July 27—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner Higgins: 
* MC F-2269—J. R. Oden, et al., control; Malone Freight Lines, Inc.. 
purchase, Howard Hall Co., Ine. 
July 27—Boston, Mass.—Hotel Manger—Examiner Kephart: 
MC 48569 and Sub. 1—Connecticut Motor Lines, Inc., New Haven, Conn. 
July 27—Brooklyn, N. Y.—St. George Hotel—Examiner ~nider: 
29129—-Yolanda Barnett vs. Texas & Pacific Ry. 
July 27—Charleston, W. Va.—State Comm.—Jt. Bd. 118: 


MC 28745 Sub. 3—Logan Williamson Bus Co., Logan, W. Va., certifi- 
cate to extend operations. 
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MONARCH ONE MAN CAR DOOR OPENER 


ELIMINATES HAZARDS! 
No strained muscles 
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One man can open the most 
binding, balky, box car door 
with the Monarch Car Door 
Opener. Get greater safety 
. .. speed loading and un- 
loading schedules . . . order 
an ample supply to fill your 
needs today! Priority needed. 
MINING SAFETY DEVICE CO. 
Dept. TW, Bowerstown, Ohio 


No slips or falls. 
No broken arms, legs or 
mashed fingers. 
No fatalities. 
No time wasted. 
No “gangs” needed. 
No time lost. 
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P.déP.U.Ry. and Peoria Gateway 
See —Always Open— 


PEORIA-GATE WAY 
PEORIA & PEKIN UNION RY. 
E. F. Stock, Tr. Mar., Peoria, Illinois 





ST.LOUIS-SAN FRANCISCO RY. 
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“ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 


GREAT PORTS 
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ULF MOBILE & OHIO RAILROAD 
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World's Largest 


= aL Long-Distance Movers of 
mn Household Goods, Office 


Furniture and Equipment 
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KRAFT PAPER CAR LINERS 
STILL AVAILABLE... INSTALLED 
BY ONE MAN IN FIVE MINUTES 


R BA 


No overlapping 


AA: sides of car edges to tear. 
B-B- side sections of liner 

CC- seal 
D-DD. bottom section of liner, ortray 
E-E- floor of car 


Perfect protec- 
tion. 


Write for liter- 
ature. 
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ACME STEEL COMPANY, 2844 ARCHER AVENUE, CHICAGO 8, ILLINOIS 
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Classified Adver 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 

«Writ time,13 time, 26 time, and $2 time.Classificd Ji discount rates - 





WANTED—Bound volumes of I. C. C. Reports. 
interested in Finance or Valuation Reports. 
Box 257, Traffic World, Chicago address. 

MOTOR TRAFFIC EXECUTIVE.—Exceptional position open for ex- 
perienced motor carrier executive who knows inter-city and local opera- 
tions, rates and costs. Must have pleasing personality yet be forceful 
and tactful and have respect of executives in the industry. Some trav- 
eling necessary in pioneer stages of the work in the formation of inter- 
carrier groups. State full experience, personal description and minimum 
salary. Replies will be kept confidential. Box 258, Traffic World, Chi- 
cago Office. 


Not particularly 
What have you to offer? 








TERMINAL MANAGER FOR PHILADELPHIA. Prefer experienced 
man with knowledge of handling personnel, ability to get business and 
control expenses. This is a Class I carrier, old “established company 
with excellent reputation. Good salary with opportunity for right man. 
State experience. Box 259, Traffic World, Chicago office. 





- MOTOR “RATE COURSE, using actual tariffs, classifieation and 
guides. Prepared through cooperation of C, M. F. A. and other bureaus. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 








A GOOD INVESTMENT 


For the duration or post-war— 


Save demurrage, switching, extra handling costs, damaging 
foreign cars, etc. 


Which of these cars could you use? 


80—Hopper, Double, 50-Ton 
10—Hopper, Side-Discharge, 50-Ton 
150—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
15—Ballast, Composite, 50-Ton 
25—Box, 36-Ft., 40-Ton 
3—Dump, Koppel, 20-Yd., 40-Ton 
20—Dump, K &« J, Automatic, 16-Yd., 40-Ton 
6—Dump, K & J, Automatic, 20-yd., 50-Ton 
20—Flat, 40-Ft., 50-Ton 
38—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
9$—Gondola, 50-Ton, High-Side, Steel 
30—Tank, 8000-Gallon, 40 & 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to sell! 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"*ANYTHING conteining IRON or STEEL" 
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TRAFFIC WORLD 


July 27—Charlotte, N. C.—Charlotte Hotel—Examiner Yardley: 
* 1, & S. M-2441—Frederickson Motor Express, cancellation of joint 


rates. 
* 1. & S. M-2442—Falwell Fast Freight, cancellation of participation. 
July 27—Chicago, IIl.—Sherman Hotel—Jt. Bd. 21: 


MC 52110 Sub. 25—Brady Transfer and Storage Co., Fort Dodge, Ia, 
certificate to extend operations. 


July 27—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 60: 
MC 79604, Sub. 5—O. Trimble, Richmond, Ind., permit to exteng 
operations, 


July 27—Minneapolis, Minn.—Hotel Nicollett—Examiner Myers and Jt, 
Bd. 142: 
MC 35358 Sub. 1—Berger Transfer & Storage Co., Minneapolis, Minn,, 
certificate to extend operations. 
MC 105035—A. S. Metcalf, Plum City, Wis., certificate. 


July 27—Omaha, Nebr.—Hotel Fontenelle—Examiner Corcoran: 
MC 95638 Sub. 1—V. P. Moore, Carbon, Ia., certificate to extend oper. 
ations. 


July 27—Omaha, Nebr.—Hotel Fontenelle—Jt. Bd. 138: 
MC 105067—G. Rubeck, Council Bluffs, Ia., certificate. 


July 27—Pensacola, Fla.—U. S. Ct.—Jt. Bd, 98: 
MC 34712 Sub. 3—J. L. Dean, Dothan, Ala., 
operations. 


July 27—Washington, D. C.—Examiner Johnson: 
1. & S. 5298—Grain, Richmond to Norfolk and Portsmouth, Va. 


July 28—Boston, Mass.—Hotel Manger—kE::aminer Kephart: 
MC 59271 Sup. 4—Boston Truck Co., Inc., Cambridge, Mass., certificate 
to extend operations. 


July 28—Brooklyn, N. Y.—St. George Hote:—Examiner Snider: 
29113—-Standard Oil Co. of New Jersey vs. P. & L. E. et al. 
29124—-California Texas Oil Co., Ltd., et al. vs. B. & L. E. et al. 


July 28—Charleston, W. Va.—State Comm.—ZJt. Bd. 118: 
MC 1504 Sub. 59—Atlantic Greyhound Corp., Charleston, W. Va., cer. 
tificate to extend operations. 
MC 1504 Sub. 60—Atlantic Greyhound Corp., 
certificate to extend operations. 


July 28—Chicago, Ill.—Sherman Hotel—Jt. Bd. 58: 
MC 80284 Sub. 3—Chrispens Truck Lines, Inc., Chicago, IIll., permit to 
extend operations. 


July 28—Lincoln, Nebr.—State Comm.—Jt. Bd. 93: 
MC 52057 Sub. 1—Crete Freight Lines, Crete, Nebr., 
extend operations. 


July 28—Mobile, Ala.—Cawthorn Hotel—Jt. Bd. 14: 
MC 86761 Sub. 15—Gulf Transport Co., Mobile, Ala., certificate to ex- 
tend operations. 


July 28—Louisville, Ky.—Kentucky Hotel—Examiner Romero: 

Finance 14536—Application of L. & N. for a certificate authorizing 
construction of a line of railroad from a point at or near Drakes- 
boro northerly for a distance of approximately 2.1 miles, in Muhlen- 
berg County, Ky. 

Finance 14571—Joint application of C. St. L. & N. O. and IIl. Cent. 

for a certificate authorizing former to construct and latter to operate 
a line of railroad extending from a point near Central City to a 
point at or near mine of W. A. Wickliffe Coal Co. in Muhlenberg 
County, Ky. 


July 28—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Clifford: 

* MC-F 2514—C. R. and H. Jones, control; C. R. Jones Trucking Co., 
purchase, Lattavo Brothers, Inc. 

* MC-F 2515—E. Lattavo, et al., control; Lattavo Brothers, Inc., pur- 
chase, J. M. Cochran. 


July 29—Chicago, I11—Sherman Hotel—Jt. Bd. 73 and Examiner Boss: 
MC60597 Sub. 3—G & A Truck Line, White Pigeon, Michigan, permit 
to extend operation. 
MC 83197 Sub. 2—H. P. Marcotte, Kankakee, Ill., permit to extend op- 
erations. 


July 29—Denver, Colo.—Shirley-Savoy Hotel—Examiner Corcoran: 
MC 104867 Sub. 1—Bement Auto Service, Paonia, Colo., certificate. 
July 29—Sioux Falls, S. D.—U. S. Ct.—Jt. Bds. 147 and 148: 
McC 105048—T. J. Hurney, Elkton, S. D., certificate. 
MC 88880 Sub. 1—A. C. Bye, Gayville, S. D., certificate to extend 
operations. 

July 29—Washington, D. C.—Examiners Lyle and Grutzik: 

* Finance 14600—Joint application of D. & H. R. R. Corp., D. & H. Co., 
and Rensselaer & Saratoga for authority to merge carrier last 
named into D. & H. R. R. Corp., and joint application of D. & H. 
R. R. Corp. and D. & H. Co. for authority to modify a lease, and 
application of D. & H. Co. for authority to supplement three other 
leases. 

* Finance 14601—D. & H. R. R. Corp., securities. 


July 29—Winston-Salem, N. C.—Fed. Bldg.—Examiner Higgins: ' 
* MC-F-2286—Greensboro-Fayetteville Bus Line, Inc., purchase, Atlantic 
Greyhound Corp. 
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F. C. HOGUE 
General Traffic Manager 
Denver & Rio Grande Western Railroad 

Rio Grande Building 
1531 Stout St., DENVER 
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Yt LOCKHEED’S new 
a” a 
sro Ze Constellation,”’ 
- designed for TWA, 
has flashed its way 
across the United 
States in history-making time—6 
hours and 58 minutes—from Los 
Angeles to Washington, D. C,, 


setting the fastest transport flight 
record ever made. 


This gives you an idea of what 
can be expected in the exciting 
days to come—providing your 
State and the rest of them don’t 
set up barriers to prevent it! 


Ridiculous? Perhaps it is. But 
isn’t it equally ridiculous to ham- 
string the transportation system 
which is already serving you— 
motor transport? 


And that has been done! 


The Trucks and Trailers which 
haul the clothes you wear and the 
food you eat—nearly everything 
you use, in fact—are prevented, 
by State Law, from serving you to 
the maximum of their ability. 


Did you realize, for example, 
that in the 48 States there are: 


e At least nine different State 
limits governing the length of a 
truck-and-trailer? 


e@ At least seven different limits 
controlling axle weights? 


e At least thirteen different gross- 
weight allowances? 


And no matter how liberal your 





*STATES OVER WHICH 


“CONSTELLATION” 


FLEW SHOWING 


HOW LAWS OF MOST RESTRICTIVE LIMIT HIGHWAY HAUL 


Vehicle Length 
3-axle Truck-Trailer Unit 





Kansas and Illinois laws control length 
over the entire route. 











Texas law controls weight over entire route. 
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State may be, the man hauling 
goods for you must conform with 
the limits of the most restrictive 
State on. his route.* 


It’s as ridiculous as it would be 
to have different laws in each State 
governing the Constellation’s flight 
—forcing TWA to sacrifice what 
engineering genius has developed 
for the public because some one 
State demanded smaller, lighter, 
slower air transports. 


And, ridiculous as this sounds— 
remember that it is a parallel situ- 
ation to the one under which 
Trucks and Trailers now operate. 


Since it means dollars out of 
your pocket—for the public pays 
the cost of reduced efficiency in 
transportation—wouldn’t you like 
to know how your own State 
stands on this subject? 


Send a postcard 
for our free book- 
let, ‘‘Are the 
United States 
United?”’ It will 
give you the story. 
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World’s Largest Builders of Truck-Trailers 


Service in Principal Cities 


TIMKEN Bearing Equipped 
‘High- Speed Freight 
2,303,010 Miles On 
The UNION PACIFIC 


The only freight cars in high-speed, main 
line service equipped with anti-friction bear- 
ings, are equipped with Timken Roller Bear- 
ings. One such installation, comprising 10 
box cars, is on the Union Pacific Railroad, 
used in high-speed merchandise service. 


These box cars aye been im service 4 years: 
and 10 months amd during this time have 
averaged over 4,000 

miles per month per 

car without a moment’s 

trouble or delay due to 

bearings. The average 

mileage per car during 

this period was 230,300 

miles. The highest total 

mileage credited to any 

‘single car is 265,649, 

made by car No. 9192. 


Timken Roller Bearings now are available 
for all types of new high-speed freight 
car trucks. The Timken Roller Bearing 
Company, Canton 6, Ohio. 


Timken Roller Bearing Outboard 
Application for all types of new 
bigh-speed freight car trucks. 





